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Standard Rail Sections. 


‘No. 19 GREAT GEORGE STREET, i 
WESTMINSTER, S. W., March 26, 1881. | 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I have seen with the greatest pleasure in your number of 
the 11th of March the excellent paper of Mr. Holley on 
‘Rail Sections,” and we ought all to be indebted for the 
practical way in which you have illustrated the sections 
that Mr. Holley proposes to full-size scale. No opinion can 
well be formed of the merits of a section except it is shown 
full scale. 

It has been my lot to draw up many designs for sections 
of a given weight and scheme them over and over again be- 
fore they have been put forward as standard patterns, and 
it is no secret to me how large an element of chance comes 
in to decide the fate of a given section. To get out a section 
to weight and main measures is the first stage, then to con- 
sider how it looks, also how it will roll. It must 
not look ugly, and it must not be such as makers 
will dislike. Stpposing it looks well and is good to roll, then 
it remainsto decide whether it is better than a section 
already designed, and will it fit in well with a complete set 
of sections. For example, the 50 lbs. section for the Prince 
Edward Island Railway is good enough for the Canadian 
government, but it appears necessary to get out another 50 
lbs. section to run in regular order in a sheet of proposed 
standard patterns, so that the aforesaid 50 Ibs. Canadian 
pattern should not. appear incongruous to the rest of the 
new steei designs. a 

Mr. Holley is evidently not trammelled with any neces- 
sity of the sort, taking what he finds and considers best in a 
sensible way, without thought as to whether the sections will 
run together step by step like a flight of stairs one above 
another. 

Last year I made the suggestion in your columns that se- 
lection should be made from existing rail patterns and stop 
the endless supply of new ones. To show how easily this 
can be done, nothing is simpler than to take the ten patterns 
Mr. Holley submits and choose some from them. It will be 
seen from these that the 30 and 35 lbs. sections are admira- 
ble for light rails, the 56, 60 and 67 equally good for the 
heavier weights. Then, when it comes to criticism, as you 
have already remarked on the difference of the fishing angle 
section by section, I wish to add that the fishing angles of 
the 50, 63 and 65 are different under the head to what they 
are on the flange; why not make the angle under the head 
the same, and allow of a reversible plain fish, which Mr. 
Sandberg has just credit for insisting upon ?¢ 

Notwithstanding the introduction of the angle fish there 
are plenty of believers in the plain fish joint if the fishing 
angle is not made of too many degrees. The fear of a single 
flat fishing angle of 10° or 12° is only a bugbear. There is 
no trouble of rolling such in steel (I mean, of course, that 
both angle of head and flange combined can be easily rolled 
to 20° or 24°). If the fishing angle under the head is to differ 
from that of the flange, some of the improved rail joints not 
long ago proposed by a well-known authority would have to 
be modified and the plain reversible fish on one side aban- 
doned. 

It is a step in the wrong direction to have different fishing 
angles on a rail section, especially such as are proposed for 
universal adoption. 

As for the 72 Ibs. section I doubt if anybody will require 
that in steel who goes so far as the first-rate 67 lbs. design. 
Mr. Holley has given a reason for sticking to the 63 and 65 
Ibs. sections on account of their large demand, but it would 
certainly be an improvement if they could be dispensed with, 
so as to still further condense the numbers. 

To return to the 56 Ibs. section, which is practically the 
same as section No. 73 in the Cambria Company’s book: 
there ought, I think, to be no hesitation about adopting that 
as the standard pattern, right away. Its superiority to an- 
other new section of the same weight in somewhat large 
demand is manifest. This 56 lbs. section you illustrate will 
roll well, as I have had experience of it, has gota fair dis- 
tribution of the metal in a good wearing head, no waste in 
web and flange, and yet enough for rolling, and the edges of 
the flange improved. 

I only venture to trouble you with these few words on the 
general design of these sections, 7. e., the way in which the 
metal is distributed, without entering into details of minute 
figures. Some are probably open to considerable improve- 
ment, but no one of them can be called a wasteful or un- 
profitable design in the main points, and I only hope Mr. 
Holley will succeed and get aset of standard patterns uni- 
versally adopted. F. G. Frevp. 











The Invention of Fish-Plates. 


IrHaca, N. Y., April 11, 1881. 
To THE EpIToR OF THE RAILROAD GAZETTE : 

In your issue of April 8, on page 193, under the heading 
*‘Invention of Fish-Plates,” Mr. W. A. Adams claims 
that his father was the original inventor and patentee of all 
rail fish-plating. I take exception to this statement as 
original inventor; would like to have Mr. Adams date the 
year of the patent. Iam confident I can establish priority 








to his claim, and can show that I connected rails with two 
straps of iron forged to fit the shape of rail, and instead of 
using bolts I had the blacksmith drill and rivet them, and 
the same rails and splice can be shown at this date, and the 
blacksmith that did the work. The style of rail used then 
would not admit of using the fish-plate for a splice as used 
now, for the form and depth of rail were too narrow between 
the head and base of rail. The pattern of rail that I fitted 
my splice to was imported in 1849, 56 Ibs. to the yard, and 
some rails are in service todate. I did not take any step to 
apply for a patent, but all railroad men approved of it as 
being superior to anything then in use, which was the cast- 
iron chair with a wooden peg driven on the outside of rail to 
help to support the joint. I, like many others, did not anti- 
cipate that there would be so many different patterns of rails 
as there are now in use. If I had, I might have secured the 
patent for the United States and foreign countries. I am 
confident this is an American invention, and not English, as 
claimed by Mr. Adams. F. A. BRown. 

[It is to be feared that both Mr. Adams and Mr. 
Brown are a,little rash in their claims for the original 
and first introduction of fish-plates. In the Railroad 
Gazette of Aug. 21, 1875, a copy of a circular which 
was issued in 1830 by Mr. Robert L. Stevens, of New 
Jersey, was publishel. This circular contained an 
engraving of a rail section and rail which shows dis- 
tinctly a form of fish-plate. At the Centennial Exhi- 
bition a rail, similar to that represented by the en- 
graving, was exhibited. This was rolled for Mr. 
Stevens, and as nearly as can now be ascertained, was 
laid on the Camden & Amboy Railroad about 1832. 
It had fish-plates attached to it when exhibited. They 
were almost identically the same as ordinary fish- 
plates, without flanges, now in use, but were fastened 
to the rails with rivets instead of bolts. The question 
may be asked whether the fish-plates were used when 
the rail was laid. .To this we cannot give a definite 
answer, but probably there are persons still living who 
can.—EDITOR RAILROAD GAZETTE. | 





Railroad Enterprise in Venezuela. 

A correspondent of the New York Times writing from 
Laguayra, March 24, gives the following aczount of the 
way things are done in Venezuela. Just as this letter was 
written a prospectus appeared in the London financial pa- 
pers advertising an issue of $1,000,000 of the 7 per cent. 
bonds of the Laguayra & Caracas Railroad, interest and 
principal payable in New York. The yearly income is esti- 
mated at $750,000, and the expenses at $261,000, leaving a 
net income three anda half times the amount of yearly in- 
terest on the bonds, but no statement of the length of the 
road or the amount of work done on it is given in the adver- 
tisement. The company is said to be incorporated *‘ under 
the laws of the United States of America.” ° 

And yet, one knowing this country might readily imagine 
that the railroad now rebegun here with a pretended pur- 
pose of some day reaching Caracas, will probably be about 
as lively a memorial of Guzman Blanco (President of Vene- 
zuela), as Laguayra is likely to require for foreign investors, 
at least. Many years ago the contract for that rai}road was 
given out to a Belgian company, and they went to work 
grading, imported great quantities of rails, bridge-girders, 
bolts, etc., going ahead in good faith in a business-like way. 
Suddenly there was a flop in national affairs. After the 
customary revolution a new administration came into power 
—Falcon’s, if I remember aright at this moment, but no mat- 
ter which, they are all liable to do just the same thing with- 
out a moment’s notice—and one of the first acts of the new 
authorities was to adopt a resolution to the effect that ‘all 
the acts of the preceding administration are hereby declared 
null and void, and any contracts made with it are invalid 
and will not bein any manner recognized by this admin- 
istration.” That knocked the Belgians clean out of time, as 
it was specially intended to, and they deserted the field in 
disgust, leaving a great deal of valuable material. Years 
afterward an engineer in yra, wanting some bolts for 
a government work upon which he was employed, sunk a 
shaft in the deep sand of the beach a little distance west of 
the piers and mined out 400 good bolts, just whathe wanted. 
He had been sharp enough to remember about where that 
portion of the Belgian company’s iron was piled. In due 
course of time a French company was roped into contracting 
for the building of that road by the present administration, 
but before they actually got to work it was found that the 

rudent Frenchmen could neither be tricked nor bullied into 

ying ome a fictitious rival company, or seduced into going 
on with the work in view of much more valuable concessions 
given to that rival—which might eventually be made a 
er had been given to them. Sothe Frenchmen de- 
clared the bargain off, and President Blanco so far forgot his 
ofticial dignity as to publish in the newspapers a vituperative 
and denunciatory open letter addressed to the French agent. 
Last of all, there have been high. hopes in Venezuela that 
some rich Englishmen were about to be laid on the altar for 
sacrifice. Gen. W. A Pyle, as United States Minister at 
Caracas, certified to his personal investigation into, and 
knowledge of, the justice of the large claims of American 
citizens against the Venezuelan government—claims still un- 
settled. Then he took the field for Guzman Blanco to rein- 
state him in the presidency upon a pledge that, if he lost his 
place as Minister by so doing, Venezuela would give him as 
goodaone. He did gallant service for Blanco—did more 
than any other single individual to reinstate him, it is said— 
lost his place as Minister, and was promptly made Venezuelan 
Agent at Washington, in which capacity (on his former 
ministerial salary), he claimed that those American claims, 
certified by himself as just, were fraudulent, excessive and 
unjust. That matter is not settled yet, but that is just the 
way Venezuela wants it. While it is kept in aveyance 
and staved off. there are other employments for 
Gen. Pyle’s really great abilities. It was he who had the 
talent to make those Englishmen believe that it would be a 
ood thing to invest a few million dollars ina railroad 
tween Laguayra and Caracas. But they insisted upon an 
os amount being invested by Venezuelans. That was 
ged. Then, at the last moment, President Blanco—the 
enezuelan money having been actually banked—became 
impatient for rosnite and telegraphed to General Pyle to 





drop negotiations and come on to Caracas at once. Genera 

Pyle obeyed, but ‘* why did you call me back?’ he asked, 

“and s me? I had it all arranged, and would have 
brought their money with me.” ‘‘Is that so?’ exclaimed 

Blanco, repentant of his whim. “Oh! Well, then, go 
ahead with the negotiations.” ‘“‘ Ah! If they don’t takea 
sober second thought and back out 10w,” replied the Gen- 
eral. Upon consultation it was determined to go on with the 
most important business in hand—-the expenditure of the 
millions already put in. Graders were set to work on one 

small stretch of road and engineers to lay out the proposed 

line. In a fortnight these engineers had almost craz d, with 

the peculiarly Venezuelan calculations, General Houston, 

a very able railroad engineer, who came out from the 
United States with General Pyle, and who honestly thought 

a road was to be built. He was not used to the novel and 
daring sort of enginzering which expects water to run up 
hill, and views with lofty contempt a small matter of a few 

yards, more or less, up or down in the grading of 2 mile of 
railroad. Suddenly a mandate came down to order at once 
the importation of some passenger cars and locomotives for 
the road. ‘“ But,” gas’ General Houston, ** wouldn't it be 
as well to get first a tew rails, or at least to determine the 
line of the pro’ road?” ‘No. President Blanco directs 
that these shall be ordered at once,” was the reply. It would 

be funny, if such a thing could be possible, to have a search- 
ing and honest legislative investigation of where all that’ 
Venezuelan money has gone to when the work shall have 

stopped for want of funds. But that time may be many 

months in the future; for all hope of the Englishmen coming 

to the front has not yet died out, and there are even whispers 
that - hook may be so baited as to catch some American 

capital. 

f there were really an honest purpose to build a railroad 
to give a proper outlet from the interior to the sea-coast, it 
could be run from a good port, over a practicable alignment, 
and through a country every inch of which would be tribu- 
tary to the road, by starting it either from Puerto Cabello 
or, better still, from Carinero, at the mouth of the rich valley 
of the Rio Tuy. But Presideut Guzman Blanco will not per 
mit either of those natural routes to be utilized—for reasons 
best known to himself—and what he wills, yea or nay, islaw 
in Venezuela, for the King of Dahomey is the only sovereign 
whose power is more despotic and absolute than his. The 
absurdity of selecting as a port Laguayra, an open roadstead 
where anchorage is dangerous, communication with shore 
oftentimes impossible (as it has been for three days 
together during the past month), and commerce handi- 
capped with necessarily very heavy lighterage charges, is 
hardly greater than the folly of demanding, as a whim, the 
construction of a railroad over a country presenting such 
gigantic engineering difficulties as those which lie between 
Laguayra and Caracas, and where there are no commensurate 
advantages to be obtained. But it is a!l useless to talk about 
railroads in Venezuela now. Guzman Blanco has not left 
enough money in the country to builla railroad from any- 
where to any where with the capital of his own subjects, and 
every month lessens the probability that foreigners will in- 
vest largely in a land where government is so unstable, 
contracts of so little binding force, public credit so ruined, 
law so knavishly administered, life and property so insecure, 
as in Venezuela to-day. 





The New Chicago Union Depot. 





On the 4th inst. the first train left the new passenger 
station at the corner of Madison and Canal streets, just west 
of the Madison street bridge in Chicago. This building was 
constructed by the Pennsylvania Company for the joint use 
of the Pittsburgh, Fort Wayne & Chicago, the Pittsburgh, 
Cincinnati & St. Louis, the Chicago & Alton, the Chicago, 
Milwaukee & St. Paul, and the Chicago, Burlington & Quincy 
railroads. The following description of it is given in the 
Chicago Tribune. 


The depot cousists of three buildings and a pavilion some- 
what similar to that of the West Philadelphia depot of the 
Pennsylvania Railroad. The main one is of course in the 
centre. Adjoining it on the north, and separated from it on 
the south by the Adams street viaduct, are structures for 
baggage, two being necessary, as trains come and go from 
both ends of the pavilion in the rear. The frontage on Canal 
street is 580 ft. and the length of the pavilion is 1,100, and 
the width 96. 

The buildings on Canal street are of Philadelphia pressed 
(red) brick, laid in black mortar, the trimmings being olive- 
colored stone and variegated enameled bricks. Architec- 
turally, there is no particular design, but the appearance is 
good. There is a small tower at either end, and a Jarger one 
surmounts the centre. . 

The centre structure is 208 ft. long by 58 wide. A few 
steps from the sidewalk enable one to reach the main floor 
and enter a vestibule 25 ft. square, which is lighted from the 
roof. This rotunda is a beautiful feature. 1t is flanked by 
handsome marbleized pilasters, the walls terminating at the 
top in semi-circular panels on which are skillfully painted 
the coats of arms of Illinois, Indiana, Ohio, Wisconsin, 
Pennsylvania, Minnesota, Iowa, Missouri and Kansas— 
the states which are traversed by the roads owning the 
depot. An ornate staircase leads to the floor above. 
The first room beyond the doors inside is the 
general waiting-room, 120 ft. in length, with a 25-ft. pitch 
of ceiling. Owing to the rotunda, which cuts out the centre, 
the room is shaped like a letter E. Nine arched double win- 
dows look out upon the tracks below. The ceiling, which is 
supported by large ornamented iron pillars, is divided with 
deep and richly molded panels, which are brilliantly fres- 
coed, to correspond with the stained glass in the upper por- 
tion of the windows. The floor and wainscoting are of 
marble, and pilasters marbelized to match. At the south end 
is the ticket office. Adjoining this room, toward Adams 
street, is the ladies’ waiting-room, about 40 ft. square, 
which is provided with a lunch-room and all the con- 
veniences. On the north is another room of the sama size, 
with a table d’hote. 

On the second floor, over the baggage-room, is a magnifi- 
cent kitchen, a look at which makes one want to go down- 
stairs and take a seat at the dining-table. The remainder of 
this floor is divided into offices for the different roads—not 
for the general officers, but such subordinate ones as are 
usually stationed at depots. Above these there is nothing to 
interest a visitor, except he be inclined to view the city from 
the top of the tower, which is 100 ft. from the ground. 

The tracks under the pavilion are ten or fifteen feet be- 
neath the level of the street, and the floor of the basement is, 
of course, that far below the sidewalk. To reach this por- 
tion of the building one goes down a flight of stone steps. 
At the north end is a spacious dining-room, the food 
served coming from above on adumb waiter. Next to it 
is the office of the depot-master—-Mr. Charles Case—who 
has been in the employ of the Fort Wayne road for 
over twenty years, fur sixteen of which he had char, 
of the old depot. Then comes a large news room for the 
sale of newspapers, etc.,; and the accommodation of the 
_—T Next is an essential apartment at all depots, 
though few have them—a smoking-room. Adjoining is a 
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conductors’ room, and soyth of this an “extensive and 
luxurious” water-closet department. In the extreme southern 
end is the boiler-room, containing the heating apparatus for 
the building, steam being used for that purpose. A small 
engine pumps water for the use of the elevators in the bag- 
gage-rooms. 

The upper portion of the south building is fitted up for the 
use of emigrants, who in the old depot used to be huddled 
together under the shed with no conveniences for preparing 
their meals. Hereafter they will be able to cook their food 
and boil their coffee, and live as if at home. 

The buildings are lighted by gas, and, as before stated, 
heated by steam. The drainage is unusually good, the 
pipes ending in the river about 100 yards distant. The 





vipes are laid in an underground passageway, in order that 











they can be looked after and repaired without making new | ble condition. They are preferably made in the summer 


excavations. 

The pavilion covers six tracks, four in the centre and one 
under each projection. It is open at the sides and ends, and 
was constructed in preference to a closed building in order 
te reduce the smoke nuisance to a minimum. The east and 
west centre tracks are separated by a wide space of plank- 
ing, the intention being to have trains come in on the tormer 
and go out on the latter. The whole ground is covered with 
macadaw. 

What was the cost of this great improvement ? is a query 
which no one seems able to answer, but it could not have 
been far from $800,000. How much each road contributed 
is. a secret which the officials religiously keep. ‘‘There is 
the depot,” they say; ‘Sask no more questions.” The baggage 
department 1s superintended by Thomas Adams, and the 
telegraph department, of which Louis Mundt has charge, is 
already established at the depot, and the eating-rooms 
are open, but none of the offices on the second 
floor are occupied. It is known that the Pullman Company 
will locate there the Superintendent of this Givision, but who 
else will be, aside from the usual depot officials of the dif- 
ferent companies, is a matter of doubt. But, within a week 
or so, all who are to occupy the rooms will. be in them, and 
travelers on any of the five roads will have reason to con- 
—_— themselves upon the way in which they are cared 

or. 








Railroad Signaling in England. 


In our issue of March 25 we copied from The Railway En- 
gineer an article on this subject, which gave it down to the 
introduction of the interlocking system in 1856. The March | 
number of that journal continues it as follows : 

In our last number we gave a brief outline of the origina- | 
tion and development of railway signaling appliances. 
Numerous other early inventions for rendering signals more 
automatic, reliable aud clear were introduced and briefly 
tried, but we have only space to notice those which achieved 
some sort of practical recognition. 

A great number of patents were taken out for all kinds of 
wayside signals actuated by the passing trains — ssing and 
releasing levers on the road ; likewise signals fixed on the. 
engines, worked ina similar manner by tappets or projec- 
tions on the permanent way. R 
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Colored “ air-bag signals” capable of being dilated or col- | 
lapsed at pleasure were suggested, and proposals were made | 
to utilize tne rails as parts of electric circuits for. transmit- 
ting intelligence, which circuits were to be opened or closed | 
by the metallic tires of the passing train. Colored cones ca- | 
pable of revolving upon vertical spindles, and being retarded | 
or stopped by mechanism as desired, were also tried for ef- | 
fecting a similar object, such cones when stationary signify- 
ing ‘danger,’ when rotating slowly ‘‘caution” and fast | 
“all right.” 

Manual auxiliary signals of the present time remain much | 
the same as those originally introduced on our railways. For 
example, both hands held up vertically signify ‘‘stop,” while 
one arm extended out horizontally signifies ‘* all right”; the | 
exhibition of ared or white flag is usedin a similar ca- | 
pacity; while at night a “red” or ‘* white” light (green being | 
sometimes used in lieu of the latter) conveys the respective 
information. When a train is wanted to proceed at night to 
the points of a siding a man on the road moves bis *‘ green 
or white” light ‘‘ up and down” vertically and continues the 
same until thé tail is clear, when he gives the *‘stop” signal 
by the “red” light; when it isto be backed, he moves the 
‘*ereen or white” light from ‘side to side” and arrests it by 
the ‘‘ stop” signal as before. 

Among the elementary signals are the audible ‘ fog ” sig- 
nals or detonators, which are employed during foggy 
weather, in addition to the ordinary day and night signals 
for impeding or stopping trains, and which were originally 
invented by Mr. Cowper, iv about 1841, and first tried on 
the Croydon Railway, and afterwards used on the London 
& Birmingham Railway. They consisted of circular tin 
receptacles filled with gunpowder to be fired by the compres- 
sion or fracture of so-called ‘‘ Promethean matches ” placed 
in the centre, consisting of small glass tubes containing sul- 
phuric acid and immediately surrounded by a composition of 
chlorate of potash and sugar, and provided at their edges 








| was engaged in working out a scheme to obviate such waste 


boxes in the immediate proximity of the rails directly the 


| actuated by mechavical arrangements. 


| season of last year. They cost about one penny apiece, but, 


| tions of the materials, and the quantity consumed varies 
| considerably according to the seasons or prevalence of fogs; 


with spring clips for securing them to the top of the rails and 
which were exploded as desired, by the wheels of a passing 
train. Recently fulminating or detonating compositions have 
substituted the former means of ignition. Messrs. Dyer & Rob- | 
son, of Greenwich, manufacture annualiy an enormous quan- | 
tity of these sigrals for our principal railways at home and | 
in thecolonies. They consist of shalhow circular tin boxes with | 
double casings on their lower sides, containing three per- | 
cussion caps centrally situated; the cases are then filled in 


with charges of good quality gunpowder and the three cases 
in each squeezed tightly together. Leaden clips are fastened 
to their bottoms by solder, which serve to secure them to the 
rails. The cases are varnished inside and out, to prevent 
corrosion, and their union rendered caper by red lead, so 
that these detonators may be stored 


or many years in relia- 

















weather, and go through various forms of testing during and 


| after their manufacture. | 


Two or more of the signals placed in close succession are 
used in all cases, to prevent the possibility of failure, and | 
they are usually deposited on the metals about 30 yards in 
advance of a signal. 

In practice, a very wasteful expenditure of such signals 
is annually incurred, as about 30 per cent. are exploded (in 
busy districts) after the signals are ‘‘ lowered,” the close 
proximity of the trains preventing their removal. This 
wastefulness is considerably augmented, in cases where a 
man is “‘ fogging” two “up” lines out of four pairs of metals 
and is obliged to cross a ‘“‘down ” Jine with continual traffic 
to remove the: detonators on the up line. Usually, refuges 
-_ niches in the walls of tunnels are provided for the men’s 
safety. 

Some years ago Mr. W. T. Newport, of the Southeastern 
Railway Company (in connection with other gentlemen), 


by insuring the detonators only remaining on the lines when 
the signals were at ‘“‘danger.” For this purpose the fog 
signals were held by movable clips, actuated by wires from 
the distant or stop signals, so that they were drawn into 























signals were taken ‘‘off.” This arrangement was tried on 
the Bricklayers’ Arms Branch, but for some reason has never 
been generally adopted. Numerous other inventions of a 
more recent date have been tried for the same object in 
which the box and clips were automatically replenished and 


Some idea of the local expenditure of these signals may be 
found by the fact that upwards of 500 dozen were used on the 
New Cross District Southeastern Railway, during the foggy 


of course, their price varies according to the market fluctua- 


in some years the manufacturers scarvely sell any, while in 
others they have to work both day and night to meet the 
demand. 

Special regulations are issued by the various railway 
companies for the guidance of hand signaling in foggy 
weather. 

The fog signalmen are all recognized by numbers and their 
situation on certain sections. 

They are always to remain in the same positions and as 
near the metals as possible, so that the drivers know where 
to look for them to receive hand signals. The fog men are 
considered as auxiliaries or repeaters of the signals at which 
they are posted; e. g., when a signal is at “danger,” the 
man at that signal must place two detonators on such line 
and exhibit the ‘‘ danger” hand signal until the signal is 
taken ‘‘ off.” 

During a fog all drivers have to exercise great care and 
vigilance, and proceed cautiously at a reduced speed, e. g., 
no train or engine is allowed to pass in or out of Cannon 
street or London Bridge stations, etc., at a speed exceeding 
10 miles an hour. 





Many contrivances have been schemed to dispense with 
explusive or detonating signals, and to substitute other 


audible means, e. g., beli or whistles capable of being actu- 
ated on the engine or inits vicinity from the permanent way. 
— of these mechanicai audible signals will be explained 
ater on 

Boards or head lights on trains constitute another class of 
elementary signals for conveying intelligence to the signal- 
men and other servants of the railway company, indicating 
from whence each train comes, and its destination. 
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The following annexed table of the signs adopted by the 
Southeastern Railway will suffi¢e as an example: 


SOUTHEASTERN RAILWAY. 


Trains. Day Signs. Night Signs. 


Main line.—Dover...|Black diamond on white!1 white light in 
disk situated in centre of| centre of smoke- 
smoke-box. box, 

North Kent.—Loop.. White oblong oval board|1 white light as 
with a longitudinal black above with green 
band placed in centre of light on “ off ” 
smo:e-box, | buffer bin. 

ee eren Circular white board with 1 white light 
internal black ring on) “near” buffer. 
* near” buffer bin. 

North Kent.—Local.| White oblate oval board'1 white light 
with vertical black band, smoke-box, 

white light cen- 

tre of buffers. 

Circular white board with 1 green light on 

black Gross in centre of smoke-box. 
smoke-box. 


in centre of sinoke-box 


Greenwich..... . 


—_—— — a - — ‘a ee 


In cases where a tail board or tail white light is em 
ployed, with corresponding head signs on the train, it signi- 
fies ‘ta special” train to follow. 

Head and tail lights are used by all trains in foggy weather, 
or tunnel service. 





DISTANT SIGNAL LAMP. 


Audible engine or whistle signals are likewise used as 
subsidiary means for transmitting information, as for ex- 
ample, one short whistle for starting, one long for any signal 
desired to be taken “ off,” several whistles for brakes to be 
applied. On some lines a separate and larger whistle is em- 
ployed for brake purposes. 

Then there are special codes of whistle-siguals arranged by 
the different railway companies for specified objects, e. g., on 
the Southeastern Railway ‘‘two” for down main signals, 
three for down North Kent ditto, ete., etc. 

With regard to the semaphore signals of to-day they re- 
main exactly similar iv principle and general design to 
those already described of an earlier date, and therefore a 
very few examples will suffice to familiarize ourselves with 
their present modifications. 

The semaphoric visible day signals and colored lights at 
night actuated in concert with the former are now almost 
exclusively used on railways throughout the world, the day- 
light aisk signals being now seldom retained, as they are not 
seen so far off, while their surface renders them more liable to 
be blown off by the wind, thus giving the appearance of “ all- 
right ” signals when really they may be luring the driver on 
to danger. Semaphore signals are now variously desiguated 
according to the situation or functions they fulfill, e. ¢., 
“starters” ‘‘distants,” ‘‘stops,” ‘*homes,” ‘* receiving,” 
“departing ” and ‘‘ distributing ” signals; but virtually they 
may be all reduced and recognized as the three former. 
Some railway companies prefer to place their semaphore sig- 
nals in clusters, while others arrange them, as for example 
the Brighton Railway Company, in as few numbers together 
as possible, known as the ‘spread system.” 

The best positions for all visible signals shou:d be carefully 
studied; they should be sufficiently high to be seen from a 
considerable distance, and, if possible, have the sky as a 
background, while no unnecessary elevation should be en- 
tertained, on account of the disadvantage of the lightest 
fog rendering them invisible. When a semaphore arm 














Aprit 15, 1881) 


THE RAILROAD GAZETTE. 


205 








works against a wall or abutment, etc., the background 
should be painted white to make the signal more distinct. - 

For transmitting information at night *‘ colored” light 
should always be employed, as a white light is always 
liable to be confused with common wayside station or town 
lights. 

“It is now usual to provide all platformg with “ starting ” 
signals controlled from a box, instead i placing them 
among a group of signals located at aconsiderable distance 
and el2vation, which often necessitated additional commu- 
nications by mouth or hand. Figs. 18 to 21 inclusive repre- 
sent such “ starting signals” as are employed on the South- 
eastern, Brighton, London-Chatham and Metropolitan rail- 
ways respectively. With the exception of some very slight 
modifications in design, they are exactly similar to the old 
‘‘Gregory ” semaphores, as originally erected at New Cross 
in 1841. At A in fig. 18 is shown the counter-weighted 
arrangement by which the arm and spectacle always 
naturally maintains the attitude of ‘“‘danger.” In fig. 19 
the only difference is in the lamp for giving the night- 
signals, which, instead of the external spectacles, has internal 
curved colored glasses capable of receiving a circular re- 
ciprocating motion upon a vertical axis, B, in front of the 
bull’s-eye, through the intervention of rods and levers ac- 
tuated in the ordinary manner. 

Fig. 20 only differs in having a simple red glass rigidly 
connected to the end of the arm and exposing a white light 
as “‘all-right ;” while the stencil-plate number refers to the 
road it governs. 

Vig. 21 shows a hanging semaphore ‘‘starter,” as may be 
seen on the Metropolitan, Great Western, and other rail- 
ways, while fig. 22 represents a rotating subsidiary ‘ start- 
ing signal,” as fixed on the gate posts at Cannon street sta- 
tion, which is intended to convey to the guards and driver 
that their time is up, and the gates are closed against the 
further ingress of passengers for that train. 

‘** Distant” signals are placed at convenient positions and 
distances between the “starting” and “stop” signals, for 
informing the drivers of trains the latter’s condition previ- 
ous to their being able to sight them. When a ‘‘distant” 
signal is *‘ off” a driver knows his succeeding ‘‘ stop ” signal 
is in a corresponding ‘‘safe” position, and so he is enabled 
to continue bis speed; butif the ‘ distant” signal should be 
at ‘‘danger” he likewise at once knows his “ stop ” is against 
him, and he must, therefore, bring his train so far under con- 
trol that he cau, if necessary, stop at bis distant signal; but 
if, on his arrival, he is unable to discern any obstruction 








ahead, he may proceed slowly to his ‘ stop” signal, where 
he must wait until he gets the signal to proceed further into 
the next section, which circumstances are similarly repeated 
until he arrives at the next station. 

These *“‘ distant” signals are placed from about 809 to 1,000 
yards from the “stop” signuls, and are worked by wires 
connected to levers, situated in signal cabins; they are like- 
wise all counterweighted, so that if the wires break they 
must immediately fly to ‘‘danger.” Thearms of ‘ distant” 
signals are generally swallow-tailed: or niched, to dis- 
tinguish them during the day from the other signals, 
which is shown in the annexed drawings at figs. 23 and 24, 
the signal mast, or post, in the latter case being formed of 
light wrought-iron lattice work. This is Messrs. Saxby & 
Farmer’s arrangement, and is similar to Mr. Stevens’ work 
on the London, Chatham & Dover line; they are light and 
very durable, and at the same time present very little re- 
sisting surface to the wind. In the drawing, the arm is 
counterbalanced at A, and worked in the ordinary manner, 
while the oil lamp is mounted on a vertical guide, B, capable 
of being hoisted up from below by means of a light chain 
passing over a pulley, and wound upon the barrel C. 

Several patents have been taken out in connection with 
iron lattice girder posts; Messrs. Boake & Reilly, as early 
as 18538, obtained protection for inventions connected there- 
with; Mr. Stevens followed suit in 1859, and Mr. Farmer in 
1864, but they have not been universally adopted in this 
country, although a great number are erected on the Con- 
tinent. 

Distant signals should be located wherever possible, within 
sight of the signalmen who work them from the boxes, so 
that they may see the movement of the levers is properly 
obeyed. During daylight they should be able ta see clearly 
the position of their semaphores from their cabin windows, 
and at night obtain the information by the small ‘ back 
lights,” provided in the lamps facing toward the cabin. 

‘ig. 25 shows to a larger scale the arrangement of such 
lamps, in which A is tae front bull’s-eye for transmitting the 
required signals through the spectacles B. C is a smaller 
lens fitted in the back of the lamp for communicating with 
the signalmen through the purple eye-glass D, fixed on the 
spectacles’ axis, and having a correspondipg motion, so that 
whenever the signal stands at *“*danger,” it exhibits a violet 
light, and when “all right” a white light, the eye-glass D 
having been moved upward off the face of the lamp lens by 
the movement of the semaphore and spectacles, either light 
serving to tell the signalmen their lamp is burning properly. 

Although such “back lights” to signal lamps are most 
essential, and numerous accidents have occurred from their 
absence, yet, nevertheless,accidents have likewise arisen from 
their presence, the ‘‘ back lights” having been mistaken for 
signals. Unfortunately both our day and night signals are 
not as uniform as they might b>. TheBoard of Trade have 
seriously considered whether uniformity of color in the night 
signals, and color, configuration and signs in the day signals 
should not be made obligatory. For example, on the Lon- 
don, Chatham & Dover Railway, not far froni Loughboro’ 
Junction, may be seen at night ‘‘ white starters.” Green 
hghts for distant signals ‘ off,” and again white for an “ off 
stop signal,” and vice versa, while green lights are actualiy 
employed as back lights of signal lamps, »n arrangement 
evidently liable to cause serious blunders. On the South- 
eastern Railway some of the green and purple * back 
lights” bave been painted out, as the drivers in some cases 
can only with great difficulty distinguish them from “off ” 
signal lights; in those cases a white back light only is shown 
when the signal is “‘ off.” 





The “ back lights” originally used on the Brighton Rail- 
way were green and white, and were a source of great con- 
fusion in busy districts, which necessitated a t number 
of signal lights at night, so they were promptly altered to 
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purple and white, which proved but little better at a dis- 


nce. 
Now the company is not using “back lights” at all when 
the signal is ‘“‘ off,” but only a small white light when “on.” 
In many instances serious accidents have resulted from 
drivers disregarding their distant signals, or running past 
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them when “on” at reckless speeds, varying from 15 to 30 
miles an bour, and contenting themselves by trying to whis- 
tle the signal *‘ off.” 

When the wires for working distant signals from the 
boxes are very long. their expansion and contraction, owing 
to different temperatures, is a matter of t consideration 
for a sigvalman; manv think tnat pees | ave altered their 
“distant” signals, while perhaps in reality they have only 
taken up the slack of their signal pull. The common way 
for providing for this constantly varying length, is by 





means of an ordinary right and left handed screw coupling 
situated near the signal box, so that the signalman or plate- 
layers can adjust the signal pull at pleasure, in accordance 
with the requirements of the weather. 

Other automatic means for effecting the same object will 
be hereafter described. 

When “distant” signals are located on curved roads or in 
cuttings, or where they cannot be sighted from the boxes which 
control them, mechanical or electrical repeating signals are 
employed for the purpose of indicating to the signalmen the 
exact position of the ‘‘distant” signals hidden from their 
view. The common way of effecting this is to place dupli- 
cate signals the box side of the obstructions, and work these 
‘repeaters ” in concert with the distant signals by the same 
wires. In some cases, the “repeaters” are actuated by re- 
volving cams engaging with tappets, and thus imparting 
vertical reciprocating motion to the semaphore rods, An- 
other way is to have the wires of the * distant” signal so 
connected to a miniature semaphore or indicator-disk in the 
signal-box that it receives exactly similar and proportional 
movement. A more detailed illustration of this will be given 
later on, although there is a practical disadvantage to this 
class of repeater on account of the tension of the wires con- 
stantly varying by changes of temperature. The electrical 
repeater is the best, and is subject to none of the disadvan- 
tages mentioned. It consists ina miniature semaphore ar 
rangement located in the signalman’s cabin, and actuated by 
electro-magnetism, so as to reproduce the distant signal’s 
movement. Electricity is also us:d for indicating at night 
whether the lamp of such signal is burning or out, a consid- 
eration of great importance in cases when the ‘** back light ” 
cannot be clearly seen from the cabin. These and other 
similar electrical contrivances and arrangements will be ex- 
plained and illustrated in detail when we come to consider 
the “‘ indoor ” appliances themselves. 

Fig. 26 represents a ‘‘stop or home signal,” which in con- 
struction and action may be exactly similar to the *‘ starter ” 
already described, and may be worked by levers in its im- 
mediate vicinity or through the intervention of wires. It 
derives its name from the office it is intended to fulfill and 
its position, that is to say, such signals are placed as *‘ stops” 
outside boxes terminating a section, and past which no train 
may proceed while they, governing that section, stand 
against it; when the section terminates with a station, the 
last signal controlling it is termed the ‘‘ home” or ** home- 
~~ signal.” 

igs. 27 and 28 are examples to a larger scale of some of 
Messrs. Saxby & Farmer’s semaphore signals used in the 
capacities previously descriked. 


ENGINES OR GOODS TRAINS STARTERS OR STOPS 








Fig. 29 represents an example of the signs employed on 
independent ‘“ goods or engine signals” for distinguishing 
their use and the roads they govern. A practical illustration 
may be seen outside Liverpool street station in those signals 
which control the trattic to and from the running-shed, sid- 
ings, and turn-tables. 


The Railroad Agreement of March 11. 





The following are the resolutions passed at the special 
meeting on March 11, 1881, and signed by authorized repre- 
sentatives of all the trunk lines and their immediate 
connections : 

Resolved, That the undersigned parties herewith bind 
themselves to at once restore the rates to the present estab- 
lished tariff, on all east and west-bound dead freight, both 
foreign and domestic, over their own roads and all their 
connecting roads as far as under their control. The under- 
signed hereby bind themselves to withdraw all power und 
authority from any subordinate officers, or line agents, to 
vary from the established rates in the least particular, and 
the unde:signed herewith assume the full control of the rate- 
making power over their roads, and hold themselves 
responsible to each other for the strict maintenance of 
rates, it being understood that if any rates are cut upon any 
cf the roads controlled by the undersigned, it shall be pre- 
sumed to be proof that it was authorized by the under- 
signed, except it cap be shown that it was done by mistake, 
or disobedience of orders. 

The undersigned parties to thisagreement bind themselves 
to control to the full extent of their power all the rates of 
connecting roads that may not become parties to this agree- 
ment, but in case rates should be cut by such roads, the 
Commissioner, upon receiving information thereof, is to call 
upon all the other roads to act jointly in enforcing this 
agreement upon such road, if necessary by suspending pro- 
rating and through billing over the offending road, by all 
the other roads parties to this agreement, and the parties 
hereto further bind themselves to comply promptly with the 
requests of the Commissioner made for that purpose. 

ln case these measures should not be found effective, and 
the cutting of rates should not be stopped, then, after con- 
sultation with the Trunk Line Committee, the Commissioner 
may give notice of a reduction of the tariff throughout the 
territory controlled by the roads on the Joint Executive 
Committee, to meet the lowest cut rates on any one road, 

It is further resolved, that in all cases of violation of this 
agreement, the undersigned will act jointly in all measures 
for protection, and only through the office of the Commis- 
sioner, in accordance with the above resolutions. 

It is the judgment of the parties to this agreement, that 
the division of all classes of freight trafiic in both directions, 
not already apportioned, should at once be proceeded with, 
and perfected, between all the roads, both terminal and con- 
necting, to the fullest possible extent, and thus by assuring 
all parties of a fair share of the traific, remove the motive 
for cutting rates, and restore confidence between the con- 
tracting parties. 











The Improved Stock Car Prizes. 

It is stated that 480 models and 243 plans of cars have 
been submitted in competition for the prize offered by the 
American Humane Associatiov for an improved stock car. 
A careful description of each of these is now being prepared 
for the use of the judges, whose work will be no light one, 
apparently, especialy as they will also have before them @ 
volume containing copies of the specifications of all the 
patents issued in the United States for stock cars. 
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Rail-Joint Used6n the Kansas City, Fort Scott & 
Gulf Railroad. 


The engravings represent a full-sized section and a side 
view, quarter size, of the fish plates and rail used on this line. 
The fish-plates were designed by Mr. J. M. Buckley, Superin- 
tendent of Track, Bridges and Buildings. He says ‘‘it is 
made up from a combination of known splices, excepting the 
one outside of the rail, which I think has never been used by 
auy one but myself. You will observe from the position and 
shape of the material that the strongest possible splice is se- 





pier will rest are about 150 ft. long and are spliced with 
wrought-iron sleeves 8 ft. long. 


Iron and Manufacturing Notes. 


The St. Albans Iron Co., at St. Albans, Vt., is rolling 
3,000 tons of steel rails for the Central Vermont, and has 
orders for other roads. 

The partnership heretofore existing under the name of the 
Penfield Block Works, M. H. Tarbox & Co., has been dis- 
solved by mutual consent. A new firm has been formed 
under the firm name of the Penfield Block Co., and it will 
continue the business at Lockport, N. Y., Messrs. Myron H. 
Tarbox and Charles R, Penfield (in the manufacturing de- 





cured. By using the wood blocks we get all the elasticity 
reguired and use nothing but a common iron washer to pre- 
vent the rust cutting into the wood. The shape of the chan- 
nel outside is such that it is impossible to split the wood, 
which has heretofore been the objection to wood 
washers. We lay suspended jvints, and by that means have 
four crab spikes and two ties to hold the rails from creeping, 
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porn having the active management of the business as 
eretofore. 

|__ The rolling mill at Topeka, Kan., owned jointly by the 
| Union Pacific and the Atchison, Topeka & Santa Fe Rail- 
| road companies, was burned on the night of April 7. An 
| alarm was given by the engineer, and the operatives, nearly 
| 100 in number, barely had time to escape before the roof 
fell in, The loss is estimated to be $100,000. From 200 to 
| 300 men are thrown out of employment. 
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in place of two spikes and one tie as heretofore. The chan- 
nel splice weighs 1614, and the angle splice, 12's lbs. The 
bolts required for ordinary 56 Ib. rails are 414 inches long.” 

The device is not patented, and can therefore be used by 
any one who chooses to do so. 








THE SCRAP HEAP. 


Locomotive Building. 


The Pennsylvania Railroad shops at Altoona are to build 
eigit more heavy passenger engines of Class K, with 6 ft. 6 
in. drivers, like the one recently put in service on the New 
York Division. 

The Baldwin Locomotive Works in Philadelphia have 
some heavy orders on their books for the new lines now 
building in Mexico. 

The Taunton Locomotive Works, in Taunton, Mass., are 
running extra time with the largest force that can be em 
ployed in the skop. 

It is noticeable that the demand now is for heavier loco- 
motives than were formerly used; so that a given number 
of engines sent from the shops now will represent a much 
greater motive power than an equal number turned out a 
few years ago. . 

Car Notes, 


The New York & New England car stops at Readville, | 
Mass., are building two combination smoking and baggage 
and a number of rar ears for the road. 

The Boston & Maine shops at South Lawrence, Mass., are 
building four passenger and two baggage cars and a number 
of freight cars for the road. 

The Barney & Smith Manufacturing Co. at Dayton, O., 
has recently delivered some very bandsome passenger cars 
to the Chicago, Milwaukee & St. Paul road. 

The Ohio Falls Car Co., at Jeffersonville, Ind., has its 
shops full of work, both passenger and freight cars. 


Bridge Notes. 


The Delaware Bridge Co., of New York, is building several 
— iron bridges for the New York & Greenwood Lake 

The Clinton Bridge Co.. at Clinton, Ia., has taken a con- 
tract for 11 long spans of Howe-truss bridge on the Chicago, 
Milwaukee & St. Paul extension to Council Bluffs. 

Clarke, Reeves & Co., of Phoenixville, Pa., are building a 
draw-span 270 ft. long for Morgan’s Louisiana & Texas road 
at erwick Bay, La, The wooden piles on which the draw | 
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| ‘The new corporation known as Carnegie Brothers & Co., 
limited, whose formation was noted last week, has a capital 
stock of $5,000,000, and will be one of the largest iron and 
steel manufacturing corporations in the country. It owns 
the Edgar Thomson Steel-Works and blast furnace in Wil- 
| kins township; Union and Pittsburgh iron mills; the Lucy 
‘Furnace; the Monastery Coke-Works, Westmoreland 
County; the Larimer coke-ovens in Huntingdon township, 
Westmoreland County; the ore-mines in Patton township, 
Centre County, all in Pennsylvania. The incorporators are 
Thomas M. Carnegie, David A. Stewart, Jobn Scott, John 
W. Vandervoort, Pittsburgh; Henry Phipps, Allegheny, Pa. ; 
Andrew M. Carnegie, Gardner F. McCandless, New York. 
The officers are Thomas M. Carnegie, Chairman; David A. 
Stewart, Secretary and Treasurer; Thomas M. Carnegie, 
Andrew Carnegie, Henry Phipps, Jr., John Scott, David A. 
Stewart, managers. 

The Portage Rolling MilJ, at Duncansville, Pa., has been 


leased by the Hollidaysburg Iron & Nail Co., and will be * 


started up at once. ° 

Warren Furnace, at Hackettstown, N. J., is now in blast, 
making 225 tons of iron a week. 

The Revolving Scraper Co., at Columbus, O., is preparing 
to build another addition to its shops, which are now unable 
to meet all the demands on them. 

The rolling mill of the James River Steel & Mining Co., 
at Lynchburg, Va., besides light rails, is making rail fasten- 
ings and bar iron 

Musconetcong Furnace, at Stanhope, N. J., is in blast and 
doing well. 


The Rail Market. 

Steel rails are firm, with few transactions reported. The 
ruling price for fall and winter delivery is $6)) per ton at 
mill. For earlier deliveries, only possible on small orders, 
$62 to $64 per ton is asked. 

Iron rails are also steady at $47 to $47.50 per ton at mill 
for heavy rails and $48 to $52 for light sections. English 
rails, heavy sections, are offered at abuut $46 at tide-water, 
but no transactions are reported. ; 

Old iron rails are dull with no sales reported. Philadel- 
pee uotations are $27.50 to $28 per ton asked and $27 
offered. 


Government Proposals. 
Bids for government work of various kinds will be re- 


| ceived as follows: 
For cast-iron door and window a s, etc., and: 
ar 


stair strings for State, Navy and epartment 
building; bids received by Lieutenant-Colonel Thomas Lin- 


ecto Ceawy, United States Engineers, at Washington, until 
ay 8. 


Dredgivg in Cape Fear River, near Wilmington, N. C.; 
bids received by Lieutenant-Colonel Wm. P. Craighill, 
United States Engineers, at No. 70 Saratoga street, Balti- 
moro, until April 26. 

Dredging in Connecticut River; bids received by Lieuten- 
ant-Colonel G. K. Warren, United States Engineers, at 
Newport, R. J., until April 20. 


Jamaica Railroad Contract, 


Notice is given that the government of Jamaica is pre- 
pared to receive tenders for the construction of about 40 
miles of railway in that Island. 

The plans, sections and specifications may be seen and all 
other necessary information, as well as forms of tender, be 
obtained at the office of the Chief Resident Engineer, at the 
railway station, Kingston, Jamaica, or at the office of the 
Crown Agents for the colonies, Downing street, London. 
Tenders are to be addressed to the ‘“‘ Director of Roads,” 
Kingston, Jamaica, and will be received on or before Jul 
28. Further information may be obtained at the Britis! 
Consulate-General in New York. 


Finds, 


The officers of the Delaware, Lackawanna & Western 
Railroad at Scranton are in a dilemma. A few evenings 
since, while the sweepers were cleaning out a parlor car ‘at- 
tached to a train which had just arrived at Hopbottom, a 
basket was found containing a baby about two days old. 
There was nothing to indicate its identity and an owner is 
greatly desired.—North American. 

A few days ago, as a train on the Indiana, Bloomington & 
Western road was nearing Bradford, a cow was discovered 
on the track, and on account of the deep snow on either side 
refused to get off. The train was — and the conductor 
and brakeman seized the refractory beast by the horns and 
tail and held her aside until the train had passed. 


Traveling with Small-Pox. 


A dispatch from Boston, April 11, says: ‘‘ A woman and 
a child, named Etta Franck, 4 years old, which was quite ill, 
arrived here over the all-rait route from New York this 
morning, and went to the Old Colony Railway station, where 
they mingled freely with the throng in tbe waiting-room. 
It was later ascertained that the child had the smail-pox, 
and it was sent to the pest-house. 

“The woman was the grandmother of the child, and knew 
the child was suffering with small-pox, but rather than be 
subjected to the treatment required by the New York au- 
thorities, she had determined to take the little one at once 
to its mother in Provincetown. She accordingly took one of 
the all-rail trains from New York on Sunday night, and, 
entering a car with the other passengers, came to this city, 
arriving early this morning. She took her charge to the 
Old Colony station, and waited for the departure of the 8:15 
train for Provincetown. The station, during her stay there, 
was thronged with people coming in trom the suburbs to 
their daily work. A thorough investigation of the case will 
be made, to ascertain why the two were allowed to leave 
New York.” 


Clarke, Reeves & Co. and the Canadian Govern- 
ment, 

The Bulletin of the American Irun & Steel Association 
says: ‘‘In connection with recent publications relative to: 
an alleged under-valuation of iron imported into Canada by 
the firm of Clarke, Reeves & Co. we are authorized to state’ 
that the merchant appraisers at Ottawa, to whom the 
question was referred, disagreed in their conclusions. One 
of them, Mr. John Taylor of Montreal, a business man of 
high repute, and agent in Canada of the Edge Moor Iron Co., 
in a_ well-digested report, fully sustained the rate 
at which the iron had been entered. The other 
appraiser, a Mr. Fleck, recommended an _ increase 
in the valuation. The arbiter under the Canadien 
statute, in such cases, was the Collector of Customs, 
who receives a sonia of the amount of any 
penalty exacted, as the result of an additional duty im- 
posed, His report coincided with that of Mr. Fleck. (It is 
a significant circumstance, in this connection, that within a 
week after public notice of the action of this officer the 
Dominion Parliament repealed the provision above men- 
tioned.) From the decision of a tribunal thus constituted 
Clarke, Reeves & Co. have —— to the Treasury Board, 
a council composed of the Ministers of Customs, Justice, 
Finance and Inland Revenue, where, it is safe to assume, 
their case will receive a fair and impartial consideration, 
The evidence upon which the adverse decision is claimed to 
have been based, and which will now be subjected to a quasi 
judical scrutiny, has been examined by eminent counsel, 
who have advised the firm that it fully sustains the valua- 
tion at which they entered the iron for duty.” 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol 
ume of the Railroad Gazette : 
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Cleveland, Columbus, Cincinnati & Indianapolis. 


This company owns lines from Cleveland, O., to Columbus 
138 miles; Galion, O., to Indianapolis, 203 miles, an 
Delaware, O., to Springfield, 50 miles, ‘eing 391 miles 
owned. It leases the Cincinnati & — road, from 
Springfield to Cincinnati, 80.5 miles, making 471.5 miles 
worked. The earnings given in the report are for the 391 
miles owned, the net profit or loss from the leased line only 
being given. The report is for the year 1880. 

The equipment consists of 146 —— ; 58 passenger, 7 
sleeping, 2 parlor, 17 baggage and express and 6 mail 
cars ; 2,472 box... 480 stock, 574- flat, 810 -coal ‘and -69 


caboose cars ; 1 directcrs’, 1 pay sud 12 service'cars. ST 
The equipment of the Cincinnati & Springfield road is 16. 
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engines ; 15 passenger, 1 combination, 6 ) and 2 


baggage 
postal cars ; 99 box, $7 stock, 79 coal and 10 caboose cars. 
The general account is as foilows : 

ec re Oe GRID son 0 nese ccccse secccscccesend $15,000,000.00 
Less owned IEE 50s cnbis! cadinc cxdncnsoueseble 8, 
Ce ER ac eckccs uaacce a coseceteae Bessel $14,991,'700.00 
Bonds ($16,036 oa eS hone stewsinigecen . 6,270,000.00 
I iiss ic cian- ates sacehbedeanetasnoeaaecn eH 
PRR I S55 einiccivnase.” \ ceecedensdsaues 749,540.00 
NN i.55..cn0. . conehsecsbeacnnaonee 466,778.09 
IG Nadets- 40 sacu Seen shecuseneense re BARE 1,058,543.81 

Ns a0 na.snne cae paceien. ne>eeeieiaaamab ina $24,136,561.90 
Construction ($46, = per mile)...... $18, 174,435.30 
Cash and cash assets...... ........ e 1,763,285. 98 
I GAAS. 4s5 1.0 >s0see camenaee g 


64 

Other assets, stocks, bonds, etc....,. 3, 977, 603.98 24,136,561.90 

Other assets include advances to Cincinnati & Springfield 
amounting to $1,596,204.84. The bonded debt was reduced 
$67,000 durin: the year ; it consists of $100,000 Cleveland, 
Columbus & Cincinnati bonds ; $396,000 Bellefontaine & 
Indiana bonds ; $3,000,000 sinking fund bonds and $2 774,- 
000 consolidated bonds. 

The earnings for the year were as follows : 











1880. 1879. Increase. P.c, 
Passengers...... $863,448.20 $739,939.47 $123,508.83 16.7 
Freight.......... 3,328,208. 2,796,405.31 531,803.68 19.0 
Mailandexpress 146,450.71 138, 711.33 7,739.38 5.6 
Rents, etc....... 102,406.48 83,911.85 18,494.63 22.0 
a $4.440,514.48 $3,758,967 .96 : 18.1 
Expenses........ 2, 976, 625.76 2,692,307.53 284,318.23 10.6 
, Se 118,187.74 117,013.54 1,174.20 i 1.0 
TOR sid. snsese $3,094,813.50 $2,809,321.07 $285,492.43 10.2 
Net earnings....$1,345,700.98 $949,646.89 $396,054.09 41.7 
Gross earn, per 
Se crc oaeascs 11,356.81 9,613.73 1,743.08 18.1 
Net earn. per 
ee 3,441.69 2,428.76 1,012.93 41.7 
Per cent. work- 
ing exps....... 67.03 2 ee 
Per cent. all ex- 
penses........ 69.70 T4ELTB vce sccccsese 


The increase in freight earnings was due beth to larger 
traffic and better rates. The passenger earnings show a re- 








markable gain for this road. 
The result of the year was as follows: 
pO OTR T ET EE $1,345,700.98 
Surplus, Indianapolis Union Depot.................. 8,000. 
Dayton & Union stock and bonds................-0+5 69,026.73 
Wabash pool balance to Nov. 30.............ssese0e 378. 
RE 552.05 nwunch Ss cieex -saebeeessaamtaenee $1,469, 105.85 
Benberett ON BOGOR in 5.5 5006 occ cédesccccss $440,492./ 
Accounts charged off............ ...... 16,437.74 
Dividends, 5 per cent........0..scccesses 749,540.00 
-—-— 1,206,470.24 
er $262,635.61 
Balance of profit and loss, Dec. 31, 1879 ....... ... 795,908.20 
Be, TOO. Bae BOIS iss oss oi sikic eSccedscces $1,058,543.81 


One dividend of 5 per cent. Ba declared from the profits 
of the year and paid Feb. 1, 

During the year 5 sm A 6 passenger and 344 freight 
cars were added to equipment. Renewals included 4,581 
tons steel rails and 206,596 new ties. 

The traffic for the year was as follows: 











Train manange: 1880. 1879. Inc. or Dec. P. c. 
Passenger. 1,023,101 979,202 I. 43,8 4.5 
Freight.... ........ 3,457,877 3,586,105 D 134,228 3.7 
BOEVNIG 556.000 008 84,042 74,870 I 9,172 12.2 

Total.... .... 59, - - 4,640,177 D. 81,157 1.6 
Passengers carried. 740,18l I. 118,610 16.0 
Passenger miles... 40, 363" At 34,071,632 I. 6,291,784 18.5 
Tons freight car- 

TE ccs ccse st ccne 2,441,643 2,299,711 I. 141,932 6.2 
Ton eS eee 420,482,919 401,107,970 I. 19,374,949 4.8 

Av. train load: 

Passengers, No.... 39.45 34.80 I. 4.65 13.3 
Freight, tons...... 121.81 111.85 I. 9.96 8.9 
Av. rate: . 
Per passenger mile. 2.502 cts. 2.579 cts. I. 0.077 cts. 3.0 
Per pass. mile,net, 1.278 1.444 “ D. 0.166 “ 11.4 
Per ton mile....... > 792 * 0.697 “ I. 0.095 “ 13.6 
Per ton mile, net.. 0.202 “ 0.122 “ I. 0.080 “ 66.5 

The large increase in passenger traffic is especially notice- 
able. Freight rae in pas oderately. 


The division of traffic and the rates thereon (in cents), 
were as follows: 





———Through.—-— ——-Local.—— 

Miles. Rate. Miles. Rate. 

Passengers..... .... 17,767,610 1.818 22,595,806 2.392 
Freight, east-bound. 231,964, oe 0.663 74,625,915 1.005 
west-bound. 80, 281,127 0.732 33,611,604 1.344 

Total freight... 312,245, 400 0.681 108,237,519 1.110 


The average rate per ton per mile on all east-bound 
freight was 0.747 per cent. ; west-bound, 0.913 per cent. 

The average freight rates for ten years past have been as 
follows, in cents: 


Gross. Net. Gross. _ t. 
BS. cc hubae 2200 0.792 0.202/1875.......... .. 1.005 0.118 
Lt , Sere or 0.697 0.122)1874.... ........0. 1,192 0.141 
PE cin cemire eek 0.752 0.097)1873....... ...... 1.362 0. 
oo ea re 0. 0.041/1872 ............. 1.342 390.2% 
a 0.814  0.058|1871.. Nici aleinca 1.364 0. 300 


The rate by months on competitive freight traffic were, per 
ton per mile in cents: 





1880. a. 1880. 1879 
January......... 0.801 0.656 | July............. 0.620 0.430 
February........ 0.749 0.617 | August.......... 0.643 0.537 
OO ee 0.747 0.532 | September ...... 0.666 8 0. 
eS ee 0.727 = 0.463 WET... 2.000 - 0.658 80. 
) Bree 0.663 0.457 | November....... 0.655 0.731 
SMD oc icksceesss 0.650 0.377 | December....... 0.686 0.752 


President Devereux’s report says: ‘‘ The relations of this 
pone 9 with the Cincinnati, Hamilton & Dayton have for 
several F ane nore the subject of careful consideration by 

your officers and board. * * Pooling has benefited the 
be of these two lines, which are still pooled, and with 
good results, but such contracts are liable to be disregarded 
and ractically anuulled. 
< doo oon after your last annual meeting the board felt that 
a Porn alliance should be established between the two lines, 
and that the interests of both companies would be greatly | P’ 
promoted by being put practically under the same manage- 
ment. 


‘* With this view in May. and June last purchasas were 


made by this company of 9,199 shares of the a of the 
Cincinnati, Hamilton & Dayton R Railroad Compan Nego- 
tiations were commen: the other pico a of said 


company, which resulted in ‘nthe unanimous choice ¥, the 
June election of a board of directors, made upin 
members of this board, and of the President of this alana 
as President of that. 

‘‘The result of this arrangement has been very beneficial 
to both«companies; and have».been. reduced ‘and 


a expenses © 
earnings increased. : Cloge.and, friendly ions. have, 
established, and the interests of both och Socaptcs bo pedi uo meeting 


LOCOMOTIVE RETURNS, OCTOBER, 1880. 
Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 











































{ wr and work-train engines ‘allowed 6 miles per hour. 











































































4) 2! | > AVERAGE 
aH MILEAGE. Mites RuN TO | 83 Be Cost Per MILE IN CENTS FoR | Cost OST OF 
| Hee 3 > 3 § = | 
. ' | ’ ! 
ie & g| = | 4 g 9 | = | 38 § 4 | | g 2 g 4 
resel. B a1 eg = y 
a} oe z eyo 3 a | Fz ep ; i sae 
NAME oF Roa. Yas | : a | > | a g : ; ; | | 43): 3 
Big} i | g Ela | Els tEBRE GET EMRTE |e]? 
12:8 : = ; B |: Fees PE AB: ; 32 Pir lg 
jc 3 at ; : > | | ° H : : . $ : es 
Feliz : | & Bo J i Sea : | igi: |i |: 
[Ble as =. ; : (i@}i gl : * 7k ae: $ 
eines : ; 2 : : re ; Lo : : $ 
i... pgs fer ee | Pa ae ee 
Allegheny Valley, River Division*..../ 199 $6 85,418 5.78] 349 0.49)... .. | 8.27 15.96)... parses 
Central Pacific, Western Div.+. |200' 28, -78;764 2.80/ 14.88 0.48\ Od) 6.43) 25.52|" 636) 475 
Northern & San Pablo Divs.+. | 104) 81 90,413 5.34) 18.47 0.49) 0.84) 7.52| 32.21) 6.20) 4.75 
Div.t 1457 19 764 454) 16.07 0.48) 0.09) 6.93) 28.41/ 6.20) 4:75 
| 11 29,416 3.65) 18.19 0.58) 0.34 7.98) 30.74) 6.20) 4.75 
25) 81,772; 3,271) 49. 8.92) 12.58) 0.52 0.29) 6.84/24.10| 6.20] 4.75 
; 2 $7,681 3.507 54.79 . 1.244 41.35 0.51 0.34) 7.17) 20.71) 6.20) 4.75 
13 37,476, 2,883) 83. ‘Bodied 5.31, 18.74, 0.47 0.61) 7.21 32.84; 6.20) 4.76 
3, Waeee 2,257 41.43 | -| 2.02) 18.03, 0.63 0.54) 6.00 22.22) 6.20) 4.75 
504 2,849). 24 -| 438) 19.089 0.43 0.28) 9.55) 32.78)...... 4.75 
«| 0.93) 10.98, 0.81; 0.07) 6.38) 18.67)..-°""| 4.75 
.| 3.79) 19.73; 0.44 0.27) 7.86 32.09) 6.20) 4.75 
| 10.20; 18.41 0.40 0.32) 7.65 36.98) 6.20) 4.75 
5.52) 20.90 0.52 0.19) 7.27' 34.40) 6.20) 47 
i. ade jial 60 16.14)2.7 7" 
b' |225| 85 3.28) 3.34 050 3.06 6.55 16.78) 1.35 
Cleveland, Tus. aie MMU SEMMBICS {555.523.0553 |sccbsccceriueesse|cove <clocaees leacsoc] -neseeleos oa leashes losdecslepbesicess we mcane Merans Bonet 
la., Lacka. & Western, Bloomsburg, _| 3 SG Re ee ee pe core: Wier 
en vA bedpans ‘ep seesessseccovesere vee 80) 24 66,928 2,789)... ... ° RRS, Pee . | 4.30)...... 0.54 ...... | 4.60 9.44)....../...... 
Erie Pittsburgh*........ -| 98) 28 63,036 21251 $9.84 -...-.| 19.37| 17.50 0.870) 2.78) 4.53 0.48 1.88) 6.49| 16.16)" ‘180! "7/86 
rand Rapids Nadine 332 43 122,054 2,838 36.30 42.94/17.58 ...... eves! 3.84) 8.26 0.44 6.27) 5.67 24.48) 3.40| 250 
} nen bingy & Minneso' . 240 1% 42,210 2,483 45.13, 34.55) 34.57)... . +| 2.91) 7.78 0.52 0.02) 446 15.68) 3.90 2.00 
Foasto Texas Centralf. 554,71 204,661 2,883 44.50) 44.70) 15.59)... |. | 4.53) 6.82 0.48 0.85) 6.72,19.40) 3.05} 2.50 
nois ‘Central, Chicago Div.j. 297,007 2,750) 31.66 ° veel 15 33) 19.46). -| 3.18) 467 0.80...... | 5.99 14.00) 1.40) 3.75 
TE Seesbebetanecessce 25,648. 1,350) 35.01 19.29) 7.27) .os00! 1.83) 3.82; 0.23)..... 5.89 11.27) 1.40) 3.75 
PE libatnsbccchose. » <stneess 139,156 2,485) 29.42 | 15.42) 13.42)...... | 4.45) 4.94 0,30)...... 5.60 15.30) 1.40) 3.75 
fermateld BU Erocevesces -ceccce 35,971 2,767 34.62 | 19.81 12.23). ....| 4.72) 8.76) 0.28)...... 5,02 12.78) 1.25) 2.90 
Jon DE ann ceecenionhnemnnnie ° 127,213 2,827) 26.69 +++eeee| 15.47, 12.61)...... 3.76 | 7.78 0.81'...... 5.76 17.61) 2.60) 5.25 
ion ersonville, Madison & 226) 41) 111,908 2,729 41.14 ......| 15.85 22.98) 0.860) 3.35) 5.89 0.33 1.87) 6.01' 17.45) 2.30) 200 
ry A St. "Jone Counell biti |247| 38) 115,610 3,042 45.70....... | 24.50 20.10)...... oe 5.6) 0.30)...... 5.00 15.10) 2.40! 3.72 
Buffalo 8 Rerapeecendaoansmncitien wee. 84 193,307 2,301 33.73) .. 98.05) ......] cece. 3.56) 7.88 0.32 6.22 18.01) 2.60 
ED [i snsncndsantecovencseess.e0eelnnse 117 280,870 2,41 | 32.41... 28.08) ...cecloocees | 4.67) 723 0.33 5.81 18.04) 2.27 Per) 
Fe agg Di Miibnibeiad canebheblenis 89 199,17 2,237 25.01 | 16.98)...... eocece 4.04) 10.57 0.42)......, 6.21 21.28) 2.67) 4.08 
ee Southern Div.¢........... --. 206 487,078 2,364 35.44 | B2.54).....leoe oe 3.62) 8.83 0.30’... 5.95 18.73) 3.10) 4.63 
ie Rock, Miss. River & Texas jewse! 5 i4, 2,972 on one Paes ee 4.11; 3.37 0.52) 3.24) 6.61/17.85)...... 2.25 
Louisville & Nashville, First 4760 59 138,402 2,345 | 29.07 . 12.91, 16.32/ 1.230) 3.97) 6.51 0.82 1.38) 6.86 19.04) 1.85) 2.15 
a 200 383 1,833 2,783) 31.61 . 19.95, 14.70) 1.650) 5.32) 5.73. 0.22, 1.49) 6.85 19.11] 1.77) 252 
oom Div.+t.. 130 16 (6,842, 2,928 34.21. 15.56) 15.61) 1.160) 6.37) 6.91 0.34) 1.35) 6.00! 20.97) 2.35) 2.00 
. & Decatur Div.+..... + 122 24) 63,083) 2,628) 25.82 . | 16.78) 14.23) 1.310 2.50) 767 0.31 1.27) 6.36! 18.11) 1.88) 2.30 
South & North Alabamat?.. oo --| 188 42 117,530 2,799) 31.39 21.63) 13.56 1.300) ace 6.16 0.25 0.59) 5.58) 15.57) 1.91) 2.00 
Mobile & =: eramid bnsbscoesene 180 28 74,018 2,643) 55.99 16.30 13.08) 1.310) 6.40) 7.12 0.32, 1.39 7.04 22.27) 2.61) 2.00 
i) DIET 5s sepnaascnsacnce 207 27 4,021 2,742) 39.56 14.25 10.45) 1.480) 5.16) 4.81 0.32) 1.42 5.56' 17.27) 1.86 1.50 
Evansville, Hen. & Nash. Div.++ 135 34 86,104 2,532/ 30.384 18.72 12.28) 1.410 4.61) 4.39 0.22 2.41 6.18 17.81) 1.29 1.75 
New Orleans Div.tt........ .. 21, 69,013 3,286'.. ... 4.64) 13.77 18.86/ 0.890) 2.53) 5.74 0.41 1.17 5.53 15.38) | 140 
Pensacola & Selma Divs.++ . 12 16,37 1,365) 30.15 7.83| 21.84 9.50/1.660) 0.45) 5.58 0.23 0.28 5.90 2.39) 1.62 
Missouri, Kansas & Texast.. nat 90, 392,129, 3,357 39.09 | 18:71 17.40] 1.030) 3.97) 4.72 039 0.69 5.95 15.73|......|.--.. 
| me Penn. & Ohio, 1st & 2d Divs... - 228 88 290,7 3,304) 34.46 ° +-| 18.86 19.40)......! 2.58) 5.90 0.54 ...... 6.40 15.46, 2.00 265 
Third & “oR Wc isteutsacescebs = 44 192,922 4,385 | 24.53). +! 16.30 17.40),..... | 3.87) 721, 0.49...... 6.07 17.64) 1.88) 2.65 
ene ning 4 a gory ee soawe bis id LY oeeel aesel’ + 18.17 21.20) posse j 3.24) 4.76 0.42...... 5.79 4.21) 1.80) 265 
ee nee ral mira an. Divs. 147 5 1 8,694 374, 28.73 «+ (17.24 6.10) 5.78 0.48 ...... 6.23 18.59) 1.60) 264 
yen A vania, New York Div. $5. » 110 845,024 8,137) 33.63 . «| 10.71 . 8.10/10.20 0.70 «+» 19.00} #.40| 3.68 
—— > ¢” 1 100,698 1,975) 48.26. | 13.70 -|11.6)) 7.00 0.50. 9.10) 3.40) 3.68 
Belvi 67,977 1,837 $2.67 “| 11.39) -| 4.50) 10.50 0.70. 5.70) 3.40 3.69 
Philadelphia Div... 449,46, 2,996, 25.62 «| 15.77 -| 5.60) 5.70, 0.69... (11.90) 1.40) 2.64 
iddle Div 334,48 3,069) 25.65 ........ 115.38... 9.00] 5.60) 0.50 .....0)000002) 15.10) 1.40) 2.64 
Pittsbur 494,820 2,615, 24.71 eeceee 11.68 | 860) 5.70) 0.60 ......... 2. 15.10) 1.40 2.64 
Tyrone Div. 78,638 2,125) 21.09. ++ | 17.66. .! 9.10) C70) O.50),....cleccces 16.30 1.40, 2.64 
est Penn. Div.§§ 42,873 2,042) 39.32). --| 85.97 - 2.80! 3.20) 0.30... 6:30 1.40 2.65 
Lewistown Div.§§ 17,686 1,769 25.82. -+| 17.87 3.40) 5.2) 0.40. 9.00 1.40 2.69 
Bedford Div.§§..... 7 12,649 1,807 31.19 -+| 22.83 12.70; 450 0.40. 17.60 140 2.7@ 
Pittsburgh, Va & Charleston Div. ie i S268, 1894 4808). .!\ 1088 270 $30 040: 640\ 140 268 
2, J > Alo ria 116.2 0 Ss. . 1” Be . 
Pitts., s Wayne & Chi., East. Div.*.. 371 152 471,512 3,102, 37.31)... ' 20.17 2.42) 4.60 0.46 152 6.41 15.41) 1.72 7s 
ox 280 387,479 8,429 36.60 . 21.45 — 4.16 0.3) 162 6.21 1646 153 153 
ip 113,685 2,992) 41.54'....... 14.23 4.26, 4.58, 0.44 2.55 5.93 17.81) 1.84) 1, 
e, it. L. Div. 307,018 3,070 27.69 ....... 18.83 4.19) 3.46 0.39 2.48 5.67 16.19) 0.90) 4 
st. tock, & San Franciscof.. 4 186,957 3,170 31.00 seeseee! 9,60) 3.26, 6.16 0.46...... 5.82) 15.70) 193 1.60 
West 4 Peoria & Warsaw.... ........ 237 60) 170,602 2,843) $2.52).. ... .60 2.66, 4.26 0.35...... 6.43 13.70) 1.30 2.50 
EONS GUNN esccscconssesesce 00 seve 163° 21 9,895 2376 45.11)..... + 15.53 6.00) GET OGD) onc0c!cccces 15.50) 4.00 4.18 
* Five one cars rated as three rendete ™ Three e y cars rated as two loaded o' 
‘i Ad pK engines allowed 6 miles per hour: helping engines, - wae Switching Nenuies allowed 6 miles oer > hour; five empty cars 
ast mes. 
+ Switching engines allowed 6 miles per hour. b= Switching engines allowed 6, work- train 8 miles per hour. 
§ Fuel not estima’ §§ Engineers’, firemen’s and wipers ’ wages not included in cost. 
(Two pot yy = loaded o counted wt se ton coal is 2,000 Ibs., unless otherwise noted; 25 bushels 








promoted as to give your directors ae. hastens of an ulti- | 
mate consolidation of their shares. 

‘Meantime, and largely owing to the harmonious re- | 
lations thus established, the shares of the Cincinnati, Hamil- 
ton & Dayton purchased by your company have advanced | 
in value until they are now worth 28 per cent. above their | 
cost to you. 

‘* Your consent and w+ 7 ny Need in wy of making such | 

urchase of shares would have bee! & greet relief to your | 
ard, but you will readil 4 wanderstnn hat the publicity 
necessary to secure it would probably have defeated the 
purchase altogether, by enhancing the market value of the 
shares. Under the circumstances your board felt it to be a 
duty to take the responsibility, and submit the facts and | 
results to you. 

“The bonded debt of the company has been reduced 

carieg. the year by $67,000.00, and now stands at $6,270,- 


“The Cincinnati & Springfield Railway has earned suf- 
ficient to pay all operating expenses, rentals, and interest 
char, s during the year,‘and shows a ce of $8,636.40. 

he situation in respect of the Indianapolis & St. Louis 
Railroad, has undergone some change, for the best interests 
of that road, it is believed, and ultimately for the benefit of 
this company, which is so greatly interested in the mainte- 
nance and development of said road and its leased line. The 
matters in controversy with the St. Louis, Alton & Terre 


Haute Company still remain undecided. 
“The working of the pool of gross earnings between this 
company, the Indianapolis & St. Louis, on the Wabash 


any we A has continued entirely satisfacto: 
ring the year the following payments 
on account of construction: 


ave been made 


Land at Cleveland for additional yard ae paeeess $16,450.00 
Gravel pitat Bellefontaine................0..-0eeeeee 3,050. 
New equipment, CAars......-.+. Reps asaep: KtASe. Smesenar 93,802. 

to rae 10,155.30 

Improvements on coal and ore docks, Cleveland... .. 6,182.73 

Total construction expenditures................. $129,640.03 


‘The railway and its equipment have not only been main- 

tained to standard, but have been stre ened and im- 

proved. The main lines at the date of this report are laid 
ra A with stvel rails throughout. 

Whatever be the difficulties which are hereafter to at- 
tend the management of rail transportation, it can be justly 
said that the outlook of this property is encouraging to its 
shareholders.” 





Panama. 





This company owns a line across the Isthmus of Panama, 
from As; inwalt to Panama, 47.5 miles. It also owns steam- 
run between the terminal points of the road and 
The. following state- 





Ris he wore presented at the recent annual 








The Treasurer’s statement of assets and liabilities is as 
ollows: 





| Cash in bank and with agents... .................65 00s 13 
| Call loans and accrued Sterest Rohbpaeieanw 860504 salads ' 348 232 
Company’s stock, 900 shares, cost........ .............. 122,564 
Subsidy ois OAR Gk RSp aE 90,000 
| U.S. of Colombia, advance of subsidy.................. 3,000,000 
| Notes and accounts receivable............ ...ccssseeee-e _ 304,311 
alia abe ieee shed ebibwhs ananndesa bipeebeel 
Bills, drafts, accrued interest. ....... ....... “es ane, a7 
| Due sinking DE cetlsditind dénescsevecer vows 90,118 
Six per cent. subsidy bonds.... .............. 3,000, 
——— 3,183,786 
ST I cad ono cies eek hanedbae sce -$1,383,991 
The compan st holds steamsh perty transferred 
to it Feb. 1, — oy, the Pacific Mail Stoemship —~ ede 
for which $1, sterling bonds have been issued. 
The smaenaeas and freight carried were as follows: 
1880. 1879. Increase. 
26,801 23,729 3,072 73: % 
: 167,432 161,743 5,689 3.5 





With the exception of coffee the Central American busi- 
ness showed a satisfactory increase. All the business on the 
railroad is through traffic. 

The earnings were as follows: 





1880. 1879. ie, or Dec. P.c. 

Gross earnings ........ $2,277,674 $2,156,367 I. $121,207 5.6 
_ Sea 654,669 504,617 E 150,052 29.7 

Net earnings ........ 1,623,005 $1,651,750 D. $28.745 1.7 
=—_ earn. per mils. 47,951 45,397 I. — 5.6 
Net Wie Sas 34.169 34,74 D. af 
Per cent. of exps...... 28.74 23.41 I. 5. 33 » 


In the operating expenses were included $152,432 for new 
hagres 


rs equipment, steel rails, rebuilding the bridge over the C 


River, etc., while the receipts were reduced $120,000 by the 
temporary. ei pe with the Pacific Mail Steamship 
Company, which now expired. 

The income account was as follows: 





IID Sid Sas es bdnecccndocees+segctes ovens ies: daomel 4 
nn cne cena rnsenanssony ses axon $0,763" aren 
Subsidy te U. 3. Ge COE ec cccccccevecs oc 
—— 520,747 
Net balance forthe year........... ....0..e0ee0. 02,258 
Surplus, Jan. 1 1, 1880... =o pskbenheebehnaviydensesant Soria 
0 EE A a a ee 991 
PT iicbscces eéecrevecsssisonendecons 1,120,000 
IE, BOR. 8, DIN aon nnnscncesenccexcsesedooons $1,383,991 
Quarterly dividends of 4 per cent. each were > paid. The 
report says that the work for the first quarter 1880 was 
performed under many disadvantages, caused by the dis- 
astrous of November, 1879, and the continuance of the. 
Peru-Chili war, Mi deprived the company of a considera- 
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EDITORIAL ANNOUNCEMENTS, 


Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GazeTTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiToR RAILROAD GAZETTE. 





Passes,—All persons connected with this paper are forbid- 
aden to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im nt to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
—— as to its improvement. , ions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
ecially annual reports, some notice of all of which will 
e published 





STEEL. 
There is no subject of engineering art or science 
which is discussed so much or so often as that of the 
quality and nature of steel. At the annual conven- 
tions of the Master Mechanics’ Association, for the last 
ten or more years, it is the topic that has been dis- 
cussed with more interest and at greater length than 
any other, and those who attended the early meetings 
of that Association will remember the solicitude of its 
members concerning the use of steel in boiler construc- 
tion, and especially for fire-box plates. When used 
for the latter purpose, its failure was frequent, sudden 
and mysterious, and at one time steel plates came very 
near being entirely abandoned for boiler construction. 
They would crack in the most sudden and myste- 
rious way. Cases were not infrequent of fire- box plates 
cracking many hours after the fire had been withdrawn 
from theengines. This would occur with a loud report 
like the discharge of a musket. In one case, 
which was reported by the Secretary of the Master 
Mechanics’ Association, a plate broke with a fracture 
which indicated a material almost as_ brittle as glass. 
On cutting specimens from a different part of the 
same plate, it was found it could be bent cold and 
doubled up on itself without the least indication of a 
fracture. All sorts of expedients were proposed to 
overcome this liability to fracture. Corrugated plates 
were tried, and the plates were annealed both before 
and after the boilers were made, circulating plates 
were introduced, and the curious fact was observed 
that if wood was first used as the fuel for an engine, 
and coal afterwards, the fire-box plates then seemed 
to be free from liability to crack. Many master 
mechanics refused to be convinced of the advantages 
of using steel, and had it not been for the persist- 
ence and enterprise of the steel manufacturers 
probably the use of the material which they were 
producing would have been ‘given up as an un- 











successful experiment. Without any data to 
base an estimate on, it seems probable that now there 
are as many locomotive boilers in this country made 
entirely of steel as there are of iron. Steel for fire- 
boxes is almost universally used, and, speaking again 
without any data, it may be said that cracking of fire- 
box plates is now comparatively rare. 

Still it must be admitted that our knowledge of the 
whole subject is confined to very narrow limits. 
Whether we adopt a chemical or mechanical test, or 
simply that of actual use, it is difficult to make any 
very definite statements which will not be disputed by 
high authority. Thus, the chemical analyses of Dr. 
Dudley, which he made to determine the quality of 
the rails which were the subject of his paper read at 
the late meeting of the Institute of Mining Engineers, 
were assailed with a fierceness which seemed entirely 
inconsistent with that scientific impartiality which 
‘‘rejoiceth in the truth.” Of chemical analyses them- 
selves, there seems to be great doubt. Thus, in a re- 
cent article in the London Engineer it is said : 


“Tt is very easy to speak, for instance, of 0.1 per cent. of 
carbon, but few persons realize what it is the chemist who 
seeks for this has to find. 0.1 per cent. of carbon means that 
a ton of steel contains 2.24 lbs. of carbon; each pound of the 
metal will contain 7 grains of carbon; and as the chemist 
operates on but a few grammes of the steel at a time, it will 
be seen how minute are the quantities of carbon, sulphur 


| and phosphorus with which he has to deal. But this would 


present no difficulty were it not that the analysis of iron, 
especially for carbon, is one of the most troublesome known, 
and we feel certain that many statements which now serve 
to perplex investigators struggling to arrive at the truth 
would be found erroneous if only accurate analyses were 
available.” 

In the same article it is said : 


‘“*The inquiries which have been made up to the present 
are so misleading that little or no regard is paid to 
them; and those who use steel freely rely entirely 
on their own practical acquaintance with it, and 
care little or nothing for the figures which exist in such 
multitudes.” 


The latter quotation has indeed a very taking sound, 
and to speak of relying on “ practical acquaintance,” 
whatever that may be, sounds as though it were the 
very essence of common sense. It must be confessed, 
though, it is very much the same kind of expression that 
one hears from the class of people who pride themselves 
on their “‘ practical ” knowledge as distinguished from 
what they choose to call theory or science. It will 
clear the matter up somewhat if we give tothe latter 
Herbert Spencers’ definition, who described science as 
** definite knowledge, in contradistinction to that in- 
definite knowledge possessed by the un ultured.” It 
would not be fair nor true to say that if science is 
definite krowledge, that which is called *‘ practical” is 
indefinite, and yet it is very true that the latter often is 


extremely vague and uncertain. When, therefore, it | == 


is said that ‘‘ persons rely on their own practical ac- 
quaintance” with steel, it must mean that their special 
know ledge is of such a character as to be incapable of 
being formulated into language, or that it is so in- 
definite that it is incapable of exact statement. It is 
to be feared that the latter rather than the former is 
oftenest the case. 

When the apparently capricious and uncertain char- 
acter of steelis taken into account, it is plain that what 
is most needed now is more definite knowledge of its 
nature. If the ‘ practical acquaintance” spoken of 
is the safest guide to its character, then the sooner the 
knowledge which exists in that form alone is reduced 
to scientific exactness, the better it will be for all con- 
cerned. It may be that chemical analyses are very 
uncertain. If they are, it will bea gain to know that 
they are. That the chemical composition of steel is 
not uniform when made under apparently exactly the 
same conditions, is also being recognized. Thus we 
have heard of a case of a steel shaft from which turn- 
ings were taken at each end and the middle, and then 
were all analyzed, when it was found that the propor- 
tions of carbon, silicon, etc., in the three samples 
differed widely from one another. 

That it is next to impossible with existing pro cesses 
of manufacture to produce steel of exactly uniform 
chemical composition is probably true, but still if the 
‘* practical acquaintance” with steel enables the manu- 
facturer or consumer of it to judge of its quality, and 
if, as The Engineer intimates, no reliance is to be 
placed on ‘‘ figures,” one is tempted to ask what is the 
knowledge which *‘ practical acquaintance” gives and 
which exists in no other form. . Such knowledge must 
be acquired through the senses in some way, and 
while it may be true that no verbal description would 
be adequate to convey distinctly to the mind s:nsa- 
tions of sight, touch, taste or smell, still there must be 
some sensuous impressions through which the know]- 
edge is acquired, and which will admit of exact de- 
scription, so that when reproduced they will be 
recognized. When, th risre, “ practical acquaint- 
ance” is spoken of as in some way a different and a 
more or less mysterious kind of knowledge, in distinc- 
tion from that which is definite or scientific, it pro- 


duces a feeling of skepticism, and one is inclined to 
say: If you know these things why don’t you tellof 
them ? 

Whenever, therefore, any definite laws or facts are 
stated in relation to steel it is a gain, and each one 
helps to put its use in a scientific or definite basis and 
thus beyond the uncertainty which heretofore and in 
a great measure still attends the use of this material, 
which, on account of its great fineness, the absence of 
impurities in its composition, and its apparent capri- 
ciousness, some one has called ‘‘ feminine iron.” 

Such a law is the one formulated by Dr. Dudley, 
when he showed that the softest steel rails wear the 
longest. Whether this is absolutely true, or whether 
subsequent investigations will show it to be limited in 
different ways, itis now not possible to say. The dix- 
cussion which his paper has started and the attention 
directed to the subject thereby will no doubt bring 
out the whole truth. 

The tendency at the present time seems to be more 
and more to depend upon mechanical tests alone in 
determining the quality of steel. Thus in a late paper 
on the subject of testing rails Mr. Sandberg says: 

“‘T have come to the conclusion that the simple falling test 
is all that is necessary, and is in every respect sufficient. 
* * * But a practical test of very great value which my 
inspectors have to superintend each day during the 
make is that in which the maker himself, for his own satis- 
faction, tests every blow mechanically by having a sample 


ingot hammered out toa barlin. by 1 in., which should 
when cold stand bending at least to right angles.” 

The specifications for boiler and_ fire-box steel 
which have recently been made for the Pennsylvania 
Railroad Company contain the following leading con- 
ditions : 

**(1) A careful examination will be made of every sheet, 
and none will be received that show mechanical defects. (2) 
A test strip from each sheet, taken lengthwise of the sheet 
and without annealing, should have a tensile strength of 
55,000 Ibs. per square inch and an elongation of 30 fer cent. 
in a section originally 2 in. long. (3) Sheets will not be ac- 
cepted if the test shows a tensile strength of less than 55,000 
Ibs. or greater than 65,000 Ibs. per square inch,-nor if the 
elongation falls below 25 per cent. (4) Should any 
sheets develop defects in working they will be rejected. (5) 
Manufacturers must send one test strip for each sheet—this 
strip must accompany the sheet in eyery case—both sheet 
and strip being properly stamped with the marks designated 
by this company, and also lettered with white lead to facili- 
tate marking.” 


Some very interesting experiments have recently 
been made under the direction of the British Board of 
Trade. with reference to the effects of punching, drill- 
ing and subsequent effect of annealing on steel boiler 
plates made by the Siemens-Martin process. These 
experiments were made on plates 12 in. wide and 14, 
1g, 34 and 1 in. thick. The following table shows the 
results : 


Mean Stress per Square Inch of Net 











SPECIMENS. Section between Holes. 
yin. Win. | %in. | lin. 
; Tons. Tons. Tons. Tons. 
eee 36.21 52.44 31.64 29.42 
a eee . 3194 27,53 24.6 21.02 
4 and annealed.... 33.41 30.75 30.05 27.82 
eee 31.65 £9.1Lo 29.7 27.70 


The table shows the superiority of drilled over 
punched holes, but also shows that by annealing the 
plates, after punching, a considerable proportion of the 
injury is neutralized. What will seem singular is, 
that the solid plates had less strength than either the 
drilled or the punched and annealed plates. The solid 
plates were, however, annealed before testing, which 
probably increased the ductility and diminishcJ the 
tensile strength. Experiments in this country have 
shown, however, that the perforation of a plate re- 
duces the strength of the remaining section. Our ex 
periments bave been made, however, on comparatively 
narrow pieces, whereas those reported above were 12 
in. wide. 

The main inference to be drawn from the above ex-. 
periments is the injurious effects of punching without 
annealing, a fact indicated often before, but which is 
emphasized by the above figures. 

Some very interesting facts about the relative cor- 
rosion of iron and steel have lately been set forth 
in a paper on that subject read by Mr. D. Phil- 
lips before the Institution of Civil Engineers. He 
reported a number of experiments which were made 
to throw light on this subject. Iron and steel 
tubes were subjected to corrosive action in a special 
apparatus at Sheerness Dockyard. The iron tubes 
lost 45.4 per cent. less in weight than the 
steel. Small disks of iron and steel were also tested in 
the same apparatus. The iron lost 56.7 per cent. less 
than the steel. A large number of other experiments 
are reported, all of which show a much greater cor- 
rosion of the mild steel than of theiron. Thus he 
gives the results of 56 sets of plates, with 37.89 square 
inches of exposed surface, which were suspended in 
the boilers of ocean and coast-going steam vessels be- 





longing to various ship-owners, showing the percentage 
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in favor of iron over Bessemer and Siemens steel to 
have been 21.8. Experiments were also made with 
similar plates placed in sea water, in rain water, ex- 
posed to the weather only, and exposed to the weather 
and dipped in sea or rain water daily. These gave a 
result of 64.8 per cent. in favor of the iron, omitting 
the hard steel. The author says: ‘‘ The results of these 
experiments incontestably proved, that under almost 
all circumstances iron, and especially the harder 
sorts, was far superior to steel in the resis- 
tance it offered tocorrosion.” This conclusion we feel 
sure will be astounding to many of our readers, and if 
borne out by practical experience will give a severe 
check to the use of steel for boiler construction. It at 
any rate is one deserving the closest attention, and 
there is no subject to which the Master Mechanics’ As- 
sociation can so profitably turn their attention as tu 
this. The whole history of the use of steel for con- 
struction purposes has shown that there is no subject 
requiring and deserving such close study for engineers 
as thenature of steel, and it was with a view of indicat- 
ing the importance of this tat these somewhat dis- 
connected facts have been collected together. It will 
not doin so important a matter io shield our lack of 
knowledge in the cloak of ‘* practical acquaintance,” 
and thus think we are wise. There are questions in 
relation to its use which need to be answered in the 
most exact and definite way, and unless they are, en- 
gineers will be floundering in a slough of uncertainty. 








THE BREAK IN EAST-BOUND RATES. 


Sivce the first efforts were made to maiutain east- 
bound rates by the co-operation of the railroads, 
nothing more discouraging or more threatening to the 
prosperity of the railroads has occurred than the acts 
which resulted in the announcement that the rates on 
eighth-class freight (grain ard flour) would be reduced 
last Monday to the basis of 25 cents per 100 lbs. from 
Chicago to New York. instead of 30 cents, as fixed by 
the tariff of April 1, because reductions from the reg- 
ular rate on grain had been made to the extent of 5 
cents per 100 lbs., in violation of the agreement of 
March 11. 

The substance of that agreament (not then made 
public but since published in a Chicago paper) we 
stated in our issue of March 18, and we now publish 
it iu full. It provided for the pooling of the east-bound 
traffic over the trunk lines and their immediate west- 
ern connections, and for a course to be followed in case 
any road should violate the agreement by cutting rates. 
After the pooling should be effected, cutting was not 
to be expected, at least not to any serious extent; but 
to effect the apportionment would take some time in 
any event, and by the neglect or disinclination of any 
party it could be indefinitely postponed. Therefore 
provision was made for the course to be followed in 
case there should be any cutting of rates such as had 
occurred during the winter and had become so com- 
mon in February as to lead to making this agreement 
of March 11. In case it should be shown that any line 
was taking freight at less than the regular rate, then 
the Commissioner, after consultation with the Trunk 
Line Committee, was authorized to give notice of a 
general reduction of rates throughout the territory 
controlled by the contracting railroads to a level with 
the lowest cut rates on any road. 

This provision seemed likely to make the roads much 
more unlikely to cut rates. Usually rates are cut with 
the expectation that only a small part of the business 
will be carried at the reduced rates, and perhaps only 
in one or two places out of the whole field, it being as- 
sumed that the rival roads will prefer to lose some 
business rather than reduce the profits on it all. But 
the temptation to cut rates a dollar a ton for the sake 
of diverting a thousand tons of freight from a rival 
road at Peoria disappears if it is known that 
the result of that cut will be a dollar a ton less not 
only on that particular thousand tons of Peoria freight, 
but on all Peoria freight, and not only on Peoria 
freight, but also on Chicago, St. Louis, Indianapolis 
andall Northwestern freight,amounting to two hundred 
thousand tons a week perhaps, for all the roads. 

Further, this provision, if executed, was calculated 
to secure to the public regularity and uniformity of 
rates, such as is impossible when rates are cut. The 
adjustment of rates which enables Chicago, Peoria 
and St. Louis merchants all alike to do business and 
compete with each other is ruined when a rebate is 
made on Chicago shipments alone; and of course when 
certain shippers get lower rates than are charged to 
others in the same place, the latter do business at a 
great disadvantage. But the deterring effect of the 
provision lay in its making every ‘‘ cut” or special re- 
duction a general reduction as soon as it becomes 
known. If this always followed such cuts imme- 
diately, they would never occur, because there would 





be no advantage in them; and if they should follow as 
soon as such cuts became known, they would occur 
very seldom, because such things cannot be concealed 
long. 

Further, the agreement provided not only that cut 
rates should be met in this public and general manner. 
but that they should not be met in any other way. 
The subscribing companies say. “in all cases of viola- 
tion of this agreement the undersigned will act 
jointly in all measures for protection, and only through 
the office of the Commissioner.” This also was im- 
portant. It prevents the rapid demoralization of rates 
by the successive underbidding for thousands of differ- 
ent shipments, which two and three years ago, and, 
indeed, nearly every year from 1876 to 1879, resulted 
in carrying freight for months at less than cost, and it 
also prevents hasty action on untruthful or exaggera- 
ted reports of cut rates by rivals. 

The first steps taken toward arranging for an ap- 
portionment of the traffic gave fair promise of success, 
we understand, and there seemed good reason to 
believe that this, the most important traffic of the 
whole country, would soon be so regulated as to 
secure regular and uniform rates from the West to 
the East which should never be wholly unprofitable, 
though of course the degree of profit and the amount 
of the rate would depend upon lake and canal com- 
petition, prices, and the other numerous causes that 
affect the rates that can be obtained for transportation. 
This, we believe, was the general feeling among railroad 
men, and their dismay and disgust may be imagined 
when they found that in the face of the formal agree- 
ment and contract of March 11, by which rates were to 
be restored and maintained, numerous contracts had 
been made to carry grain at five cents per 100 lbs. less 
than the regular rate, and this at the very time when 
negotiations were in progress to divide the traftic, 
which, by the terms of the agreement of March 11, 
would date back to the ist of April. 

A month before the expected opening of navigation 
the rates had been reduced to the level of those which 
last year went into effect only when navigaticn had 
been open ten days and were then maintained through- 
out the summer, when lake and canal competition are 
most effective. It is of course not certain that this 30-; 
cent rate could have been maintained throughout the 
coming summer ; but it certainly seems that it could 
have been at least until lake navigation has actually 
opened, and probably for some time afterwards, in view 
of the high rates vessels have been asking for taking 
the first cargoes down. But however that may be, no one 
complained of the rate, and no railroad proposed that 
it should be made lower. If desired it could have bee. 
reduced regularly, by all companies and to all shippers 
alike, within two days. Instead of that, a secret re- 
duction was made of 5 cents per 100 lbs., amounting 
to three cents per bushel on wheat, to certain shippers 
in one or two of the great Western markets, not only 
in violation of the agreement so lately made, but in 
the face of the protestations which the railroad mana- 
gers have been making that it is their fixed purpose to 
avoid unjust discriminations, and that no legislation 
is needed to prevent them. At the very time where 
some company was making these special rates, which 
are in their nature discriminations of the deadliest 
kind against shippers and markets, it was opposing 
legislation aimed against this practice, on the ground 
that it was unnecessary ; for bills with that purpose 
are pending in New York and Pennsylvania. 

It may be said that after all this is only what has 
been done time and again before, now by this and and 
now by the other company, so much so that whenever 
any agreement has been made the parties to it have 
jealously watched each other with a shrewd suspicion 
that some rival has subscribed to it only for the purpose 
of disarming suspicion and keeping other roads out of 
the way while it attracted the bulk of the business by 
special rates. But we had a right to expect better 
things at this time. The possibility and the 
great advantage of maintaining rates had 
been demonstrated by the long existence of 
the west-bound apportionment, and by the 
imperfect apportionment of east-bound freight 
(though it did not and could not entirely prevent ir- 
regularities) likewise very great advantages had re- 
sulted. To make this latter as complete as the west- 
bound agreement was so evidently an advantage, after 
all this experience, that it was hardly possible that it 
should not be favored by all the: parties concerned, 
however difficult it might be to satisfy them as to its 
details, especially when the disadvantages resulting 
from its incompleteness had been demonstrated as they 
were last February. The companies seemed just on 
the eve of attaining what was most desirable for all 
of them—désirable for the present as well as perma- 
nently—and it was difficult to believe that any of them 





would put any obstacle in the way of. obtaining. it. 


And even after what has occurred it is difficult for us 
to believe now that any one has intended to prevent 
the consummation of this plan. It seems more likely 
that rates were cut by one company as a sort of offset 
to the action of a rival company after previous agree- 
ments. But theeffect of the act is none the less serious. 
Naturally, after such a violation of a plain agreement, 
the companies that have kept it faithfuily have little 
stomach for further negotiations for a division of the 
east-bound freight. What guarantee have they that 
the negotiations will be permitted to have any result ? 
How can they help feeling that they have been trifled 
with? We have, to be sure, the example of the suc- 
cess of the agreement for the division of west-bound 
freight, but they are hardly ina humor at present to 
make treaties. 

As to the immediate effect of the cut, we have the 
reduction of 5 cents ’per 100 lbs. on grain, made general 
Monday. which on the present seaboard receipts 
amounts to something like $125,000 a week, but will be 
less after navigation opens, the railroads not carrying so 
much then. Even should this rate be maintamed, it 
will probably be impossible to raise it now, at least 
until after harvest. Butthereis very great danger that 
it will not be maintained, but that there will be a 
general cutting of east-bound rates, extending to 
other freight than grain, and if this once begins there 
is no telling what will be the result: only, the tendency 
of late has been when a combination has once been 
broken to reduce rates to the lowest point and far. 
below cost at once, with the hope of making losses 
so severe that the contest will not last long. It 
may be that there will be no further cutting, 
but that the trouble willend with the 25 cent rate and 
the postponement of the apportionment for a time; but 
it must be confessed that a good many men have their 
blood up now, and there is danger that they will not cool 
down again until a few millions of dollars have been 
wasted. Perhaps after all that will be best. By a 
year or two of prosperity some seem to have lost sight 
of the dangers to which they are exposed, and to neg- 
lect the precautions by which alone they can surely 
avoid them. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Carson & Colorado,—Extended from last year’s terminus 
(which was twenty-one miles from Mound House, Nev.) 
southeast 67 miles. 

Richmond & Allegheny.—Extended from Scottsville, Va., 
westward to New Market, 29 miles. 

This is a total of 96 miles of new railroad, making 778 
miles reported thus far this year, against 964 miles at the 
corresponding period in 1880, 226 miles in 1879, 258 miles in 
1878, and 232 miles in 1577. 

MARCH EARNINGS, as reported for 42 roads (some report- 
ing for three weeks only) show an increase of 8%, per cent., 
but from a mileage 15 per cent. greater, and the average 
earnings per mile of road were 5!; percent. less than last 
year—which is a smaller decrease than might bave been ex- 
pected; for a large proportion of the mileage reporting is 
that of roads that have suffered most from the snow, as the 
Chicago, Milwaukee & St. Paul, the Chicago & Northwest- 
ern, the Iowa lines of the Illinois Central, the Burlington, 
Cedar Rapids & Minnesota, the St. Paul & Sioux City, the 
St. Paul, Minneaolis & Manitoba, and the Northern Pacific. 
These include nearly one-third of the whole mileage 
reporting. Most of them have much more road this 
year than last, and the greatest part of the new 
road is in new country which has little or no 
freight to ship this year. But there are decreases 
on several roads that have suffered less or not at all by the 
March snows, as the Chicago & Alton, the Hannibal & St. Jo- 
seph, the Indiana, Bloomington & Western, the Union Pacific 
and the Wabash. The large gains not accounted for by in- 
crease of mileage are on the Central Pacific, the Denver & Rio 
Grande, the East Tennessee, Virginia & Georgia, the Hous- 
ton & Texas Central, the International & Great Northern, 
the Memphis & Charleston, the Mobile & Ohio, and the Iron 
Mountain, most of them Southern roads, it will be noted. 
The earnings of the Southern roads, however, have compar- 
atively little effect on the agyregate of the country, first, 
because they form but asmall part of the whole mileage; 
and second, because they have much less than (about one- 
half) the average earnings per mile. The list, so far, | 
contains no Eastern road except the Grand Trunk, it not 
being time, as yet, to get reports from the Pennsylvania, the 
Northern Central, the Reading and the Erie. The reports 
yet to come may very greatly modify the average results as 
indicated by earnings per mile and percentages of increase 
or decrease. 





New York, Lake Erte & WESTERN EARNINGS were 13% 
per cent.ggreater in February this year than last—a surpris- 
ingly large increase, in view of the general condition of 
railroad business. The other trunk lines that report, how- 
ever, all show increases in February—the Pennsylvania 4.3 
per cent., the Grand Trunk 3, the Great Western 6,1, and 
the Northern Central 15.6 per cent.—the latter more than 
the Erie. The latter shares the common lot in having a large 
increase in working expenses, amounting to 16.4 per cent., 
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but yet not quite equal,to the increase in earnings, so that | Boston 18 per cent., and of the total increase in flour ex- 
there was a gain of 7 per cent. in profits. ports New York had 88 per cent., and Boston 514 per cent. 

The gross earnings, working expenses and net earnings in The change by which flour is shipped from the Northwest, 
February for the last four years have been : | instead of wheat, works greatly in favor of New York and 











1878. 1879. 1880. vo . | Boston, which have at present pretty full command of the 
Gross carnings.. Psat? "score * 900635 *1/080;160 | flour export trade. yz 
Net earnings...... $316,565 $273,315 $342,584  $366,605' Mr. C. W. Smitu, who leaves the position of General 


Thus, gross earnings, expenses and net earnings were all 
larger this year than in the corresponding month of the three 
previous years. The increase in earnings, and still more in 
net earnings, is not nearly so large however as in the earlier 
months of the fiscal year, but they were much larger last 
year than ever before. The gross earnings, expenses and 
net earnings of the several months of the fiscal year have 


| Traffic Manager of the New York, Lake Erie & Western, to 
| become General Manager of the Chesapeake & Ohio, has 
| that extended and intimate knowledge of Western and 
trunk-line traffis which will be required when the Chesa- 
peake & Ohio completes its rail connection with Cincinnati 
and Louisville, and through them with the Northwest. In 
one sense Mr. Smith maybe said to enter the service of 














been: former employers, as he was once General Freight Agent of 
_— earnin; . =——Expenses—— —Net earnings— ; ; . « a" 
rH G60. 1880-81 1870.80. 168 MBL. 1840-80 the Central Pacific, of which the President of the Chesa 

Oct.. $1,$99,910 $1,713,608 $1,013,405 $997,975. $886,505 $715,7 peake & Ohio is Vice-President. His accession shows that 

Nov... 1,797,387 1,515,834 1,051,783 "957,687 745,604" 558,1 : 

Dec... 1.726;788 1,398.25  1,220;6'5 1,018,477 497,183 349;768 | the road when completed through will make the best use of 

Jan. 1467e5  Laotei? «1100100 GONosS 300,04 Suis | its advantages to attract through traffic. Traffic managers 





formerly did not often become superintendents or general 
managers; but there have been several striking instances of 
such promotions of late years. Mr. Smith, however, does 
not now take general charge of the working of a railroad 
for the first time; he was for some years General Manager 
of the Indiana, Blcomington & Western. 


The winter earnings are usually the smallest and the fall 
earnings largest. But during the first quarter of this fiscal 
year there was an increase of $796,259, or 17.6 per cent., in 
gross earnings, and of $505,604, or 31 per cent., in net 
earnings. During the two following months there has been 
an increase of $220,603 in gross earnings, but a decrease of 
$20,346 in net earnings. Doubtless the latter have been 
materially reduced by the bad weather in these two months, 
but there was no good reason to expect that the large per- 
centage of increase in profits for the first quarter of the fiscal 
year (October to December) would be continued through the 
other nine months, because those months last year were a 
time of exceptionally Jarge earnings and profits. The gross 
earnings, expenses and net earnings for the five months 
ending with February have been as follows for four years: 








THE PETROLEUM EXPoRTs as reported for the first three 
months of the year continue to show the great decrease of 
Baltimore exports that we have noted heretofore, though the 
Produce Exchange reports show much more than the re- 
ports of the Bureau of Statistics. Baltimore’s heaviest ex- 
ports in this quarter were in 1878, nearly 7,000,000 gallons. 
They have fallen to 2,716,000 gallons this year, though the 
total exports of the country are 60 per cent. more this year 
than in 1878 (though 14 per cent less than last year). In 








877-78. 1878-79. 1879-80. 1880-81. 3 , 
Gross earnings P ee 849 $6,415,242 $7 198.375 $8,293,238 | 1878 Baltimore exported 13.5 per cent. of the whole, Phila- 
Expenses...... "4,661,893 4,513,491 ~ 4,860,287 — 5,491,892 delphia nearly the same, and New York 71.2 per cent.; this 
Net earnings 2,334,956 $1,901,751 $2,316,088 $2,801,346 | Year New York has exported 83.3 per cent. of the whole, 


Philadelphia 10.8, and Baltimore only 3.3 per cent. The 
tendency now seems to be for New York to monopolize the 
business. 


The increase this year in earnings is 15.4 per cent., in ex- 
penses 13 per cent., and in net earnings, 21 per cent. over 
last year, and last year there was an increase over the pre- 
vious years. 

Doubtless the effects of the winter will be felt in expenses 
during March and April, and even longer, but probably 
only in March im grossearnings. Last year tbe increase 
in gross earnings was large and in net earnings was enorm- 
ous throughout tke spring and summer months : in March 
the increase in net earnings over 1879 was 65 per cent. ; in 
April 66; in May 117; in June 146, and in July 79 per cent. 
It is not reasonable to suppose that such tremendous gains 
will be followed the next year by others as great or nearly so. 











THE MASTER CAR-BUILDERS’ ASSOCIATION will hold its 
next monthly meeting at its rooms, No. 113 Liberty street, 
New York, next Thursday, April 21, at 8 o’clock p. m. The 
subject for discussion will be ‘‘The Present General Condi- 
tion of Freight Cars Employed in the Interchange Through 
Traffic.” Mr. J. H. Raymond, Secretary of the Western 
Railroad Association, has promised to attend, if possible, 
and address the meeting, to which all railroad men and oth- 
ers interested are cordially invited. This will be the last 
meeting of the season. 





° 











THE GEORGIA CENTRAL RAILROAD has now formed a 
great Southeastern railroad system, which controls most of the 
lines extending westward and northwestward from Savan- 
nah and Charleston. It does this by purchasing a control- 
ling interest in the South Carolina Railroad and negotiating 
a lease of the Georgia Raiiroad to the South Carolina, there 
being some obstacle to its leasing the Georgia road 
directly. These three roads form a compact  sys- 
tem, covering most of the good cotton country and 
reaching nearly all the large towns of South Carolina and 
Georgia, and including about 1,200 miles of road, and, with = 
the exception of the Western & Atlantic, the most profitable @Oeneral Mailroad Mews. 
roads of the Southeast. Within little more thana year|_ _ pe 
there has been a general new formation of railroad systems 
in the South, east of the Mississippi. The Louisville 
& Nashville led, the Richmond & Danville acquired the 
Atlanta & Charlotte Air Line, and now the Central of 
Georgia makes a system in extent only less than the Louis- 
ville & Nashville’s. The several roads last united were for- 
merly fierce competitors with each other, but recently, and 
especially during the past year, they have worked so har- 
moniously with each other through the agency of the South- 


THE PROPOSED NEw Boston & NEw York LINE is 
effectively prevented by the purchase of the New Haven & 
Northampton road by the New York, New Haven & Hart- 
ford Company, which pays, it is said, par for a majority of 
the $2,460,000 stock which last fall brought but 37. The 
principal owner and seller of the stock, by the way, is Mr. 
James E. Sheffield, by whose bounty the Sheffield Scientific 
School of Yale College was endowed, and who has aided it 
frequently, in time of need, since he endowed it. 











MEETINGS AND ANNOUNCEMENTS. © 


Meetings. 


Meetings will be held as follows: 

Little Rock, Mississippi River & Texas, annual meeting, 
at the office in Little Rock, Ark., April 28, at 11 a. m. 

Atchison, Topeka & Santa Fe, annual meeting, at the 
office in Topeka, Kan., April 21, at 10 a. m. 


Railroad Conventions. 
The Southern Time Convention will meet at the rooms of 





ern Railway and Steamship Association that we | the Official Railway Guide, No. 46 Bond street, New York, 
; April 20. 

can hardly expect very great oe by the he Railway Purchasing Agents’ Association will hold its 

combination. The rental paid for the Georgia road is re- | annual convention in St. Louis, May 17. 


ported to be $600,000 per year, which is more than 10 per 
cent. on its stock and bonds. The stock received 6 per cent. 
dividends in the last two years, 314 in 1873, 7 in 1877, and 
for several years before that 8 per cent. It ownsan interest 
in the Port Royal Railroad, which has no other western con- 
nection. Its capital account is very light—less than $5,700 
of bonds and $13,700 of stock per mile—and $2,000 of net 
earnings per mile will more than pay the rental. 


Technical Conventions. 


The Master Mechanics’ Association will hold its four- 
teenth annual convention in Providence, R. I., beginning 
Tuesday, June 14. Headquarters for members will be at 
Narragansett Hotel. 

The Master Car-Builders’ Association will hold its fif- 
teenth annual convention in the city of New York, begin- 
ning June 14. 

The American Society of Civil Engineers will hold its 
thirteenth annual convention in Montreal, Canada, begin- 


.| ning June 15. 

Tae FLouR AND GRaIN Exports for the first quarter of | The American Society of Mechanical Engineers will hold 
the year are reported elsewhere for the four leading Eastern | jts second regular meeting in Hartford, Conn., “on or about 
ports. There has been, in comparison with the exports of | the 5th of May.” 
the first quarter of 1880, a very large decrease in corn (36.7 
per cent.), but an increase of one sixth in wheat, and of five | 
sixths in flour. Reducing flour to its equivalent in wheat, payable April 16. 
we find that the decrease in the total of flour, wheat and |” Oregon Railway & Navigation, 2 per cent., quarterly, 
corn has been but 2!¢ percent. But with this decrease | payable May 2. 
of 21¢ per cent. in the aggregate exports of the four ports, Foreclosure Sales. 
New York shows an increase of 6.3 per cent., while atthe) The New Castle d& Franklin road was sold April 13 under 
other three ports there has been a decrease—7.9 per cent. at | a decree of foreclosure and bought for about $750,000. It is 
Baltimore, 14.2 at Boston, and 15.5at Philadelphia. Every-_ pans Pacey = the poten is “i* aspect of = a 

P : ittsburg’ estern Company. @ yoad extends from 
where there has been a decrease ——— exports, but it has | New Castle, Pa., to Stoneboro, 36 miles, and has never been 
been proportionately greater at Philadelphia and Baltimore | successful, being a short line without friendly connections. 
than at the other two ports. But, on the other hand, in wheat | The purchaser will provably extend it from Stoneboro to a 
exports the gain has been trifling at New York and there has | connection with its own line. ; 
been a loss at Boston, while there have been gains of 139 per | General Time Convention. 
cent. at Philadelphia and 25 at-Baltimore. New York and | ® sae an Goctrension, sali held in Chicago, April 
Bosto ever, tinué toexport near: 138, wii elegates present. @ proceedings were very 
thei we “—s sahhhat aes natal a4 —— — and | short. It was resolved to adopt a summer time-table sub- 


stantially thesame as that_oflast year. April 15 was fixed 
Of the total flour exports New York had 73.3 per cent. and | as the date for local changes. 











Dividends. 


Dividends have been declared as follows : 
Housatonic, 2 per cent., quarterly, on the preferred stock, 











Convention of Railroad Commissioners. 


In pursuance of a section in the act creating the Commis- 
sion, the Railroad Commissioners of Alabama have sent out 
circulars proposing a conference or convention to consist of 
the Railroad Commissioners of the various states and of dele- 
gates appointed by the Governor from states having no rail- 
road commissions, and to be held at some central point 
(Louisville is on cama during the coming summer. The 
object of the conference is to agree, if practicable, upon a 
draft of statutes to be submitted to the Lentletese of each 
state, which shall secure such uniform control of railroad 
transportation on the several statutes, and from one state 
into or through another state, as will best subserve the in- 
terest of trade and commerce in the whole country. 


American Society of Civil Engineers. 


The thirteenth annual convention of this society will be 
held at Montreal, Canada, June 15, 1881. It is intended 
that members who desire to attend this convention shall 
meet at Niagara Falls, Saturday, June 11; leave Niagara 
Falls for Toronto Monday morning, June 13; leave Toronto 
Monday evening, June 13, by steamer through Lake On- 
tario, passing the Thousand Islands and the rapids of the St. 
Lawrence, and arriving in Montreal Tuesday evening. 
Further details of the arrangements for the convention will 
be announced when completed. 

At the next meeting of the society, April 20, 1881, a paper 
by G. Thomas Hall, will be read; subject: ‘‘On the Con- 
struction of the Second Avenue Line of the Metropolitan 
Elevated Railway of New York.” 


ELECTIONS AND APPOINTMENTS. 





Allegheny Valley.—At the annual meeting in Pittsburgh, 
April 12, the old board was re-elected, as follows: B. F. 
Jones, John Scott, D. A. Stewart, Pittsburgh; A. J. Cassatt, 
J. N. DuBarry, James P. Green, H. M. Phillips, George B. 
Roberts, Edmund Smith, Philadelphia. 


Asheville & Spartanburg.—This company has been organ- 
ized as successor to the Spartanburg & Asheville, with the 
following directors: D. R. Duncan, Joseph Walker, Spartan- 
burg, S. C.; A. Taylor, M. Lord, Charleston, S. C.; Alfred 
Austell, Atlanta, Ga.; R. Y. McAden, Charlotte, N. C.; W. 
H. Inman, New York. The board elected R. Y. McAden 
President; W. H. Inman, Vice-President; James Anderson, 
Superintendent. 


Baltimore & Ohio & Chicago.—The following officers 
were chosen last week: President, John King, Jr. ; Secre- 
tary, J. Hope Sutor ; Chief Engineer, J. L. Randolph. The 
road is owned by the Baltimore & Ohio. 


Boston, Concord & Montreal.—Mr. Geo. A. Ferguson has 
been appointed Assistant Superintendent of Motive Power, 
and assumed the duties of that position April 11. 


Boston, Hartford & Erie.—This company, though de- 
prived of its property by foreclosure, still maintains an 
organization, and on April 12 elected the following directors, 
James McMehan, John D. Sanborn, Boston ; Henry R. Hil- 
ton, New Haven, Conn.; James Adair, M. A. Coleman, Wm. 
Denman, Samuel F. Gre ory, Delorme Knowlton, Richard 
A. Rot, Rooney, John P. Terry, New York. 


Boston, Hoosac Tunnel & Western.—The directors of this 
company, as consolidated, are to be as follows: Myron P. 
Bush, Buffalo, N. Y.; George J. Post, Fair Haven, N. Y.; 
Josiah Case, Vernon, N. Y.; E. C. Benedict, Wm. Foster, 
Jr., Charles G. Francklyn, Wm. R. Garrison, Daniel B. 
Hatch, Enos Wilder, New York: Wm. L. Burt, W. V. Burt, 
Estes Howe, E. B. Phillips, Boston. The officers will be Wm. 
L. Burt, President; Wm. V. Reynolds, Secretary; Estes 
Howe, Treasurer. 


Boston & Lowell.—Mr. Charles E. A. Bartlett has been 
chosen Manager, in place of Hocum Hosford, deceased. Mr. 
Bartlett has been for some time Treasurer of the company. 


Buffalo, Pittsburgh & Western.—At a meeting of the 
board in Philadelphia, April 12, Mr. Isaac N. Seligman, of 
New York, was chosen a director. 


Burlington, Cedar Rapids 4 Northern.—Mr. H. H. Hol- 
lister has been chosen Treasurer, in place of Alexander 
Taylor, resigned. 

Cape Fear & Yadkin Valley.—The directors chosen b 
the stockholders at the annual meeting in Fayetteville, nN. 
., last week are: A. P. Hurt, E. J. Hilly, A. A. McKetban, 
John D. Williams. The state directors are: Julius A. Gray, 
D. R. Harrell, Edmund Jones, L. C. Jones, W. A. Lash, C. 


P. Mendenhall, W. A. Moore. “The board has re-elected Julius 
A. Gray President. 


Central Iowa.—The appointments of Mr. P. G. Francisco to 
the Southern and Mr. M. Burnett to the Northern Division 
of this road are as Road-Masters, and not Superintendents, 
as was erroneously announced by telegraph last week. The 
office of Chief Engineer has been abolished. 


Central, of New Jersey.—The board, at a recent meeting, 
elected G. G. Haven First Vice-President, and John Kean 
Second Vice-President, 


Chesapeake & Ohio.—Mr. C. W. Smith has been appointed 
General Manager. Mr. Smith is now General Traffic Mana- 
ger of the New York, Lake Erie & Western, and has had a 
wide experience, having served as General Freight Agent of 
the Central Pacitic and the Chicago, Burlington & Quince 
ae General Manager of the Indianapolis, Bloomington 

estern. 


Chicago & Alton.—The new board has elected T. B. Black- 
stone President; C. H. Foster, Secretary and Treasurer; J. 
C. McMullin, General Manager; C. Kelsey, Auditor; C. Beck- 
with, Attorney; T. B. Blackstone, J. J. Mitchell, John 
Crerar, J. B. Drake, George Straut, Executive Committee. 


Chicago & Alton Leased Lines.—At the annual meetings 
in Chicago last week the following officers and directors 
were chosen; Alton & St. Louis.—President, Lorenzo Black- 
stone; directors, John J. Mitchell, T. B. Blackstore. Joliet 
& Chicago.—President, John Crerar; directors, John MeG. 
Adams, T. B. Blackstone, John B. Drake, John F. Slater; 
Secretary and Treasurer, C. H. Fuster. Mississippi River 
Bridge.—President, John Crerar; directors, T. ff Black- 
stone, John B. Drake, J. J. Mitchell, George Straut; Secre- 
tary and Treasurer, C. H. Foster. St. Louis, Jacksonville 
& Chicago.—President, George Straut; directors, T. B. 
Blackstone, John Crerar, N. W. Greine, Charles D. Hodges, 
Joseph Sawyer, L. E. Worcester; Secretary, W. J. Bryson; 
Treasurer, T. B. Blackstone. 


Se Park and Transfer Co.—Messrs. J. N. McCul- 
lough, John Newell and S. S. Merrill have been chosen 
directors to fill vacancies made by resignations. 


Cincinnati & Eastern.—The officers are as follows: W. R. 
McGill, President; Wm. Mansfield, Secretary, Auditor and 
General Ticket Agent; M. Jamieson, Treasurer; G. H. Wil- 
ber, General Superintendent; G. D. Little, General Freight 
Agent. Offices at Batavia, O. The Receiver has been dis- 
c : 
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Cincinnati Northern.—Mr. W. V. McCracken, Secretary 
and General Manager of this company, having tendered his 
resignation, Mr. C. W. Bradley been appointed Gen- 
eral Manager, with office at Cincinnati. ’ 


Columbus & Hocking Valley.—At the annual meeting in 
Columbus, O., April 12, the following directors were chosen: 
D. G. Brown, Wm. Dennison, Wm. D. Deshler, Isaac —% 4 
M. M. Greene, W. B. Hawkes, P. W. Huntington, H. W. 
Jaeger, Henry C. Noble, Orland Smith, Columbus, O.; John 
Martivu, Lancaster, O.; 8. W. Pickering, Athens, O.; C. H. 
Rippey, Logan, O. The onl 


new director is Gen. Smith 
a Superintendent of the road), who replaces John L. 
Fill. 


Denver & New Orleans.—Mr. H. C. Lowrie has been ap- 
pointed Chief Engineer. Mr. Lowrie has had much experi- 
ence in railroad work ; he is now City Engineer of Denver, 
Col., and will retain that position for t.e present. 


Denver & Rio Grande.—Mr. M. C. Kimberiy has been ap- 
-—%: Superintendent of the Second Division, in place of 
. R. Dougherty, resigned. 


Eureka & Palisada.—Mr. J. L. Fast has been appointed 
General Freight, Passenger and Ticket Agent, in place of T. 
F. Lawler, resigned. 


Geneva, Ithaca & Sayre.—The officers now are: President, 
R. A. Packer; Superintendent, Wm. Stevenson; Assistant 
Superintendent, R. F. Goodman. Offices at Sayre, Pa. The 
road is owned by the Lehigh Valley. 


Green Bay & Minnesota.—At the annual meeting in Green 
Bay, April 4, the following directors were chosen: W. J. 
Abrams, R. B. Kellogg, Green Bay, Wis.; John I. Biair, 
Blairstown, N. J.; B. G. Clark, Jersey City, N. J.; Wm. E. 
Dodge, E. F. Hatfield, Jr., Percy R. Pyne, Samuel Sloan, 
Moses Taylor, New York. 


International.—At a recent meeting of this company 
(formerly the Penobscot & Lake Megantic) the following 
directors were chosen: Wm. B. Ives, Donald McFee, T. 8S. 
Morey, Sherbrooke, P. Q.; E. R. Burpee, John H. Pope, F. 
A. Wilson. Noah Woods, r, Me. The board elected 
Joba H. Pope President; James F. Rawson, Secretary; C. 
F. Woodward, Treasurer. 


Lehigh Valley.—Mr. Harry E. Packer, Superintendent of 
the New Jersey Division, has been chosen Vice-President. 
He will retain his office in New York. 


Louisville, New Albany & Chicago.—Circulars from_this 
company announce the following appointment.: Mr. J. H. 
Pearson has been appointed Engineer and Superintendent of 
R _| vice Mr. Marshall Morris, resigned, to date from 
April 1. 

r. Clif. P. Kennedy has been appointed General Southern 
Passenger Agent, with office corner Third and Main streets, 
Louisville, Ky. Appointment to take effect March 23. 

Mr. C. P. Atmore, Jr., has been appointed General North- 
western Passenger Agent, with office No. 79 Clark stree’, 
Chicago, to date from April 15. 


Memphis & Little Rock.--Mr. H. G. Fleming has been . 
pointed Chief Engineer and will have full charge of track, 
bridges and buildings. 

Mr. W. E. Smith, Superintendent, will have charge of the 
purchase of fuel and ties hereafter. 


Midland, of New Jersey.—Mr. Frederick A. Potts has 
been elected sideut, in place of Mr. Walter S. Gurnee, 
— was chosen President last week, but has declined the 
office. 


New York, Chicago & St. Louis.—The directors of this 
new company are: Columbus B. Cummings, Daniel P. Eells, 
Calvin 8. Brice, Charles Foster, Samuel Thomas, George I. 
Seney, John T. Martin, Edward H. R. Lyman, Walston C. 
Brown, William Fleming, Alexander M. White. 


Northern (of Canada) and Hamilton & Northwestern.— 
At the yearly meeting in Toronto, Ont., March 30, the fol- 
lowing joint board was chosen for these two companies : 


Frank Smith, M. J. Greig, M. ——— N. Barnhardat, F.* 


W. Cumberland, Wm. Lethbridge, Wm. Ford, John Rigby, 
C. J. Campbell. John Fisken, J. L. Blaikie. The board -re- 
elected Frank Smith President; F. W. Cumberland, Manag- 
ing Director. 


Oak Cliff.—The directors of this new company are : C. G 
Barber, Jobn Kennell, A. B. McDonald, B. W. Spencer, R. 
F. Stockton, M. Tilden. It is controlled by the Erie. 


Panama.—The new board bas re-elected Trenor W. Park 
President; J. G. McCullough, Vice-President; W. J. Emmett, 
Secretary and Treasurer; KE. Z. Penfield, Accountant. 


Philadelphia & Reading.—The board of directors declared 
elected by the Court of Common Pleas is as follows: Presi- 
dent, Frank S. Bond; Managers, John S. Newbold, Charles 
Parrisb, Samuel R. Shipley, Edward T. Steel, George F. 
Tyler, J. Lowber Welsh. 


St. Louis, Hannibal & Keokuk.—The officers are: Presi- 
dent, S. P. Wisner; Vice-President, General Superirtendent 
and General Freight and Passenger Agent, W. W. Walker; 
Treasurer, J. F. Ely. Office at Hannibal, Mo. 


St. Louis & St. Paul Passenger and Freight Line.— 
The officers of this newly organized company are P. S. David- 
son, President, and L. Holmes, Secretary, Crosse, Wis.; 
W. F. Davidson, General Manager, St. Louis; A. G. Hutcb- 
inson, Superintendent, Keokuk; John Shethar, Assistant 
Superintendent, Ciinton, Iowa. 


Shenandoah Valley.—Messrs. Clarence H. Clark and 
Frederick J. Kimball, of Philadelphia, have been chosen 
directors, in place of Wm. Milnes and Mann Spitler, re- 
signed. ‘Ihe board elected Frederick J. Kimball President 
in place of Mr. Milnes. 


Shenango & Allegheny.—At the annual meeting in Green- 
ville, Pa., March 30, the following were chosen: President, 
A. H. Steele; Vice- resident, J. T. Welis; Directors, Wm. 
Achre, J.T. Blair, T. P. Fowler, F. H. Oliver, James Sheak- 
ley, Paul Wick. The board re-elected J. T. Blair, General 
Superintendent; J. H. Beattv. Secretary; I. D. Stiason, 
Treasurer; P. E. McCray, Auditor. 


Texas & Pacific.—At 1 meeting of the board in Philadel- 
phia, April 12, Gen. T. T. Eckert and E. B. Wheelock were 
chosenjdirectors, in place of T. A. Scott and H. H. Houston, 


resigned. 

The board then elected Jay Gould President, in place of 
Thomas A. Scott, resigned. Mr. H. M. Hoxie, now Vice- 
President and General Superintendent of the International 
& Great Northern, was elected General Superintendent, in 
place of Mr. George Noble. 


Tonawanda Valley.--The following officers were recently 
chosen ; President, K. G. Taylor; Vice-President, Reuben 
H. Farnham; Secretary, J. V. D 
Spencer. ar 
Virginia, Kentucky &-Ohio.—This com 
ganized with the following officers: 


. Loomis; Treasurer, B. W. 


has been or- 
ent, Samuel 


Leech; Vice-President, C. F. Smith; Secretary. 
Treasurer, Charles F. Palmer; 
Wharton. 


Western North Carolina.—At the adjourned annual meet- 
ing in Salisbury, N. C., April 12, the following were chosen : 
President, A. B. Andrews ; directors, Wm. Anderson, A. C. 
Avery, A. S. Buford, Frank Coxe, James H. Dooley, T. M. 
Logan, Robert B. Vance, S. H. Wiley. is is a general 
change in the interest of the Richmond & Danville Com- 


C. D. 


: yd; 
Chief Engineer, G. C. 





se EES, So ART aT A AY 
PERSONAL. 
—Mr. H.H. Hougton has resigned his position as a di- 
rector of the Texas Pacific Company. 


—Mr.Thomas A.Scott has resigned his position as President 
of the Texas & Pacific Company, and it is understood that he 
has sold his large interest in that 

—Mr. Ralph Romaine, for some time Secretary and Treas- 
urer of the Columbia & Puget Sound Company, died in 
Seattle, Wash. Ter., recently, after a short illness. 

—Mr. Max E. Schmidt, late Chief Assistant Engineer of 
the jetties at the South Pass of the Mississippi, has gone to 
Mexico as Locating Engineer of the Mexican Central rvad. 

—Mr. A. B. Daniels, an old resident and banker, of Den- 
ver, Col., and a director of the Denver & New Orleans 
Company, died suddenly in Denver, April 9, of heart dis- 
ease. 

—Mr. Alexander Taylor has resigned his position as Treas- 
urer of the Burlington, Cedar Rapids & Northern Company. 
He has held the office since the organization of the present 
company. 

—Mr. J. T. McManus has resigned his position as Superin- 
tendent of the Western Division of the New York & New 
England road. He has been connected with the road for 
many years. 


—Mr. F. G. Kaufholz, Master Mechanic, and Mr. Wm. 
Cleave, Master Car-Builder of the Columbus and Cincinnati 
divisions of the Cleveland, Columbus, Cincinnati & Indian- 
apolis road, have resigned their positions. 

—Mr. E. R. Dougherty has resigned his _—_~ as Super- 
intendent of the Second Division of the Denver & Rio 
Grande road. On March 31, the trainmen of the division 
presented Mr. Dougherty with a valuable gold watch. 

—Hon. Nathan F. Dixon, a prominent lawyer, and for 10 
years a representative in Congress, died April 11 at iis 
residence in Westerly, R. I., aged 69 years. He was a 
director of the New York, Providence & Boston Company. 

—Mr. Charles B. Chapman, for years t General South- 
ern Agent of the Ohio & Mississippi, died April 10 on a 
Central Pacific train, while on bis way bome from Califor- 
nia, whither he had gone in the hope of restoring his health. 
He had a wide acquaintance among railroad men. 

—It is reported that Mr. G. Clinton Gardner, late Manager 
of the Troy & Greenfield road, and formerly General Super- 
intendent of the Pennsylvania Railroad Division of the 
Pennsylvania Railroad, bas been offered and has accepted 
the position of General Manager of the Mexico National 
Railroad. 

—Mr. Wm. Milnes, one of the earliest advocates of the build- 
ing of the Shenandoah Valley road, and for several years 
President of the company, has resigned that position. Hav- 
ing seen a layge part of the road finished, and the rest ina 
fair way to completion, he retires in order to give attention 
to his private affairs. 

—Mr. E. K. Hyndman, formerly Superintendent of the 
Pittsburgh Division of the Baltimore & Ohio, and for some 
time past Manager of the Connellsville Coke & Iron Com- 
pany, has been chosen President of the Tinsalia Coal & Iron 
Company, a corporation which owns an extensive property 
in Southwestern Virginia, and is now engaged in securing a 
railroad outlet. 

—In announcing the appointment of Mr. Erastus Young 
to the auditorship of the New York & New England Rail- 
road, it was erroneously stated that Mr. Young had been 
Auditor of the Atchison, Topeka & Santa Fe Railroad Com- 
pany for several years. Mr. Young was formerly connected 
with the St. Louis & Southeastern Railway, and was not 
appointed Auditor of the Atchison Company until the early 
part of 1880, when he succeeded Mr. John P. Whitehead, 
7 the transfer of the latter to Boston as General Auditor 
of the Atchison Company. 








TRAFFIC AND EARNINGS. 


Grain Movement. 
For the week ending April 2 receipts and shipments of 
in of all kinds at the eight reporting Northwestern mar- 
ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 





Narthwestern Northwestern Atlantic 

Year. receipts. shipments, receipts. 
Rr reer -2,623,377 1.626,790 2,279,409 
1875 -- 1,109,503 1,132,815 1,696,651 
1,896,720 1,640,133 1,520,130 

1,711,939 1,574,082 1,420.795 

4,022,086 3,836,491 4,609,220 

nthakesaaube 2,754.7) 2,833,368 4,901,466 

4,426,124 5,957,544 6,746,9:'5 

4,002,244 2 538,403 4,002,244 





The receipts of the Northwestern markets, though smaller 
than in the corresponding weeks of 1880 and 1878, were 
much larger than in any other week of this year. The ship- 
ments of these markets, though not half as great as in tie 
corresponding week of last year, and smaller than in two 
years 7 that, were, with one exception, the smallest of 
the year. The Atlantic receipts, though smaller than in the 
corresponding weeks for three years previous, and 9 per 
cent. less than the previous week, are larger than in any 
other week of this year. 

Of the Northwestern receipts Chicago had 34.2 per cent., 
St. Louis 25.9, Toledo 13.8, Peoria 12.4, Milwaukee 7.9, De- 
troit 3.9, and Cleveland 1.9. Chicago receipts are with one 
exception the largest of the year, but the same is true of St. 
Louis, and also of Peoria. 


Of the Atlantic receipts New York had 39.6 per cent., 
Baltimore 22.4, New Orleans 18.5, Philadelphia 113, Bos- 
ton 7.5, Portland 0.6, and Montreal 0.1 per cent. New Or- 


leans has but once had larger receipts—in the last week of 
January, 1880. All the other ports show somewhat smaller 
receipts than the week before. 
The exports of the Atlantic ports for five successive weeks 
have been: 
——_——— — Week end —_ 
April *. March 30. March 23. March 16. March 9. 
Flour, bbls.. 120,665 129,789 108,896 148,441 113,111 
Grain, bush.4,422,442 4,316,444 3,786,665 3,975,208 3,667,058 
Receipts and shipments at Chicago and Milwaukee for the 
week ending April 8 were: 


——--Receipts.—-—. ——-Shipments.—-— 

1881. 1880. 1881. 1880. 

ORMON Sd. coe cccvdice 1,073,299 1,427,286 1,111,509 4,264,415 
Milwaukee.........-. « 272,607 + =148,900 137,947 828,500 





Chicago receipts were 25 per cent. less, but Milwaukee re- 





ceipts 83 per cent. pais than last year. The great de 
crease in shipments is due to the fact that last year lake 
navigation was open and the fleets wintering at Chi and 
Milwaukee cleared there. . Sinc» Jan. 1 the receipts of grain 
have been 31.3 per cent. less at Chicago and nearly 20 per 
cent. less at Milwaukee this year than t, but the receipts 
of flour have been 112 per cent. greater at Chicago and 71 
per cent. greater,at Milwaukee, and equivalent to more than 
two-thirds of the decrease in grain. 

San Francisco wheat exports for the nine months of the 
California crop year from July 1 to March 31 were as follows, 
flour in barrels and wheat in bushels, flour being reduced to 
wheat in the totals: 


1880-81. 1879-80. Increase P.c. 

ST One ee 481,340 362,242 119.098 32.9 
MC ar. cack cone 17,611.305 16,361,838 1,249,467 7.6 
Total, bushels........ 20,018,005 18,173,048 1,844,957 10.2 


The great bulk of the wheat went to Great Britain, though 
this year a little has gone to France and Central America, 
and 700,425 busbels to Belgium. The flour chiefly to 
China, Central America ard the Pacific itente, 

California barley shipment; for the nine months of the 
crop year have been 478,038 centals by sea and 614,709 
centals east by rail, 1,092,747 centals in all. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Three months ending March 31: 
1881. 





1880. Ine. or Dec. P.c 
Bur., Cedar Rap. & 

er $440,811 $537,813 D. $97,002 18.0 
Central Pacific....... 4,645,907 3.644.539 I. 1,001,368 277 
Chi. & Alton......... 1.472.176 1,647,541 D. 175,365 10.6 
Chi. & Eastern Ill.... 365,828 244,009 I, 121,819 49.9 
Chi. & Gd. Trunk..... 331.747 279.718 I. 62,029 18.3 
Chi. & Northwestern. 3,366,234 3,448,040 D. 281,806 7.7 
Chi., St. P., Minn, & 

co, | ee 412,087 331,583 L. 80,504 24.:3 

St. P.& 8. C. Div 239,402 295,105 D. 55.73 18.7 
Cin. & Springf ...... 224,750 208,500 I, 16,250 7.8 
Cleve., Col., Cin. & 

ines. askew -. 915,839 949,166 D. 33,327 3.5 
Cleve., Mt. Ver. & 

__ Ore 97,638 105,011 D. 7 373 7.0 
East Tenn., Va.& Ga 344,861 318,440 L 26,421 8.3 
Flint & Pere Marg... 414,851 375,029 I. 39,822 10.6 
Grand Trunk.... .... 2,601,162 2,490,432 I. 110,730 4.4 
Great Western.... .. 1,275,784 1,190,294 L 85,490 7.2 
Hannibal & St. Jo... 452,737 559,106 D. 106,369 19.0 
Ill. Central, Il lines. 1,336,2°5 1,414,792 D. 78,587 5.3 

Towa lines.... ..... 293,513 406,655 D. 113,142 27.8 
Ind., Dec. & Springf. 105,651 65,043 I, 40,608 2.4 
Memphis & Charlest. 337,536 318,492 1, 19,044 6.0 
Peo., Dec. & Evans. 118,785 69,123 1 49,662 72.0 
SS. LA. &@ TT. H., 

Main Line.... ..... 351,711 319,428 LL. 32.283 10.1 

Belleville Line ..... 192,174 166.442 I, 25,732 15.5 
St. P., Minn. & Man. 734,631 579,681 1. 154.950 26.7 
Scioto Valley.... .... 73.445 70,287 = I. 3,158 4.5 
South Carolina... .. 339,045 309,546 I. 29,499 9.5 
Wabash, St. L. & P.. 2,750,130 3,051,014 D. 300,884 9.7 

Two months ending Feb. 28: 

Boston & N. Y. Air 
SER. verere Seen 0,255 $41,248 D. $993 2.3 
Net earvings..... 15,528 22,804 D. 7.276 31.9 
Clev., Mt. Ver. & Del. 62,220 68,804 D. 584 9.5 
Ket — ae 6,436 19,209 D. 12.773 67.2 
Des Moines Ft. 
— PA rer 41,439 39,444 I. 1,895 5.1 
Net earnings..... def. 3,345 ee cane 
Memphis. Pad. & No. 36.433 36,093 1. 340 0.9 
Net earnings..... 6.533 5,885 I. 648 0.9 
N. Y., Lake Erie & W. 2,869,202 2,548,599 I. 320,603 12.6 
Net earnings..... 67°.054 692.400 D. 20.346 2.9 
Paducah & E’town... 82,994 63,752 1. 19,242 30.1 
Net earnings..... 28.133 17,925 I. 10,208 56.7 
St. L., Iron Mt. & So.. 1,131,748 1,046,178 1. 85 570 8.2 
Net earnings..... O78 465,062 D. 180,089 38.7 

Month of January: 

Grand Trunk......... £164,259 £162,243 I. £2,016 1.2 
Net earnings..... 37,396 42,408 D. 5,012 11.8 

Month of February: 

N. Y., Lake Erie & W.$1,425,765 $1,252,218 I. $173,547 13.8 
Net earnings..... 366,605 342.584 I. 24,021 7.0 
N. Y., Penn. & Ohio.. 389,125 384,980 1 4,145 1.1 

Month of March : 

Bur. Cedar Rap. & N.. $148,551 $188,325 D. $39,774 21.2 
Central Pacific........ 1,643,000 = 1,573.438 I. 269,562 19.7 
Chi, & Alton.......... 511,415 626,473 D. 115,058 18.3 
Chi. & Eastern Ill.... 123,977 88,278 IL. 35,699 40.6 
Chi. & Northwestern. 1,162,562 1,361,725 D. 199,363 14.6 
Chi., St. P., Minn 

O., East. Div....... 166,999 134,134 I. $2,865 24.5 

St. P. & St. C. Div.. 70,066 125,649 D. 55.583 44.1 
Cincinnati & ———. 79,643 75,844 IL. 3,790 5.0 
Cleve., Col., Cin. & 

RR | ee 344,602 I 158 
Cleve., Mt. Ver. & 

| EO Sra 36,207 D. 789 2.2 
East Tenn., Va 

ih abe eds eb alee y 102,679 I. 2,913 22.2 
Flint & Pere Margq.... 1 147,013 L. 57: 8.5 
Hannibal & St. Jo.... 173,52 216,462 D. 19.7 
Ill. Ventral, Il. lines. 437,171 460.074 D. 4.9 

Iowa iines.......... 99,224 152.934 D. 35.1 
Ind., Dec. & Springf. 31.77 30,412 1. 4.5 
Memphis & Charles. 115,644 86,975 I. 32.9 
Peoria, Dec. & Evans 39,643 29,695 1. 9,948 33.2 
— ha CYT. &., 

Main Line.......... 140,179 113.518 I. 26,661 23.4 

“ Beleville Line....... 63,830 55,476 I. 8.35 15.4 
St. P., Mion. & Man.. 320.962 261,797 I. 59.165 22.7 
Scioto Valley........ 28.516 28.005 1, 811 2.9 
South Carolina....... 103.090 71.322 1. 31.768 44.7 
Union Pacific. ...... 1.657,570 = 1.735.509 D. 77,939 4.5 
Wabash, st. L. & P.. 1,119,591 1,189,268 D., 69,677 5.9 

First week in March: 

Minn. & St. Louis.... $17,812 $9,250 1. $8,562 92.6 

First week in April : 

Northern Pacific..... $53,943 $43,417 I. $10,526 24.4 

Week ending April: 

Great Western........ $118,774 $102,110 1. $16,664 163 

Week ending April 2: 

Chi. & Gd. Trunk... $28,735 $25.239 I. $3,496 13.9 
Grand Trunk......... 228,424 203,498 I. 24,926 12.2 


Summer Rates to Upper Mississippi Points. 

The following have been announced as summer rates from 
Chicago, all rail, to go into effect Aprl 11: To St. Paul, 
Minneapolis, Stillwater, and Hudson, 20 cents per 100 Ibs. ; 
to points on the Mississippi River, Hastings, Lake City, Red 
Wing, Wabash, 20 cents; Winona, La Crosse, Caledonia 
Junction, Waukon, Prairie du Chien, McGregor, Turkey 
River, 1744 cents. 


Rates on Immigrants’ Freight. 


On April 11 the following rates on immigrants’ movables 
will go into effect on business to points on the Chicago & 
Northwestern and the Sioux City & Pacific roads: Cali- 
fornia Junction, Modale, Mondamin, River Sioux, Blencoe, 
Onawa, a Sloan, Salix, Sergeant’s Bluff, and Sioux 
City, Iowa, $50 per car; to Blair, Kennard, file Creek, 
Fremont, Nickerson, Hooper, and Scribner, Neb., 870 per car ; 
to Crowell, West Point, Wisner, Pilger, Stanton, and Nor- 


folk Junction, Neb. , $70 per car; to Hader, Pierce, Plain View, 
Battle Creek, Burnett, Oakdale, and Neligh, 880 per car. The 
term imm carloads 


its’ movables will apply on straight. 
household 


of household goods, or mixed carloads of 


goods, 
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second-hand farm implements, wagons and carriages, trees, | Chicago to New York—will be made, commencing on Mon- 


shrubbery, live fowls and hogs, sheep and horses or cattle | day, April 11. 


It is understood that if reduced rates are 


when loaded in the same car with above-named articles, but | given to any one shipper a general reduction will be made, 


does not include general merchandise, lumber, provisions or | 
grain (unless intended for seed or for feeding animals in tran- | 
sit). . These rates will al o apply upon shipments of live stock | 
in car-loads accompanying car-load shipments of immigrants’ | 
movables when owned by the same party. These special | 
rates are open to all settlers, whether purchasers of railroad | 
lands or not. 4 
Coal Movement. 


Anthracite tonnages for the three months ending April 2 Wheat, bush... ....... 


are reported as follows, the tonnage in each case being only | 
that originating on the line to which it is credited: 


| 
1881. 18809. Ine. or Dec. P. c. | 
Phila. & Reading......... 1,826,114 1,170,238 [. 155,876 13.3 
Nori hern Central, Sham- | 
okin Div., and Summit 
et re 234,547 161,394 1. 73,153 45.5 | 
Sunbury, Hazelton & 
Wilkesbarre .......... 1,176 3.841 D. 2,665 69.4 
Central, of New Jersey, 
| See ee 999,495 762.591 1. 236,904 31.0 
Lehigh Valleyv.... ...... 1.221,782 841,675 1 380,107 45.1 
Pennsylvania & N. Y. 13,047 3,622 I, 9,425 261.8 | 
Del.. Lacka. & Western. 985,054 803,387 I. 667 22.6) 
Del. & Hudson CanalCo, 870,745 754,418 I 15.4 | 
Pennsylvania Coal Co... 251,548 184,730 I 36.1 | 
State Line & Sullivan... 15,320 11,078 I 38.2 | 








Total anthracite... 5,918,828 4,696,974 I 1,221,854 26.0 
The tonnage of anthracite for the corresponding period for | 
six years has been: ~ 





Ors . 5.918,828 | 1878 .................. 3,040,249 | 
ES Si Fi 4,696,974 1877 897,455 
PEE iexnancecenans aan BRO 1 BUTE 5. ivcccsccccccvces Mu 570,713 


3 | 

Anthracite coal continues somewhat dull and prices are | 
difficult to maintain. To regulate producton work is | 
stopped in the mines for three days this week, and there | 
may be another stoppage this month. 

Actual tonnage of anthracite coal passsing over the Penn- | 
sylvania & New York road for the four montis of its fiscal 
year from Dec. 1 to April 2 was: 1881, 260,241; 1880, 212%,- 
$19; incresse,53,922 tons, or 25.4 percent. The tonnage 
this year came from the following sources: Lehigh Valley 
road, 162,484; Bloomsburg Division, Delaware, Lacka- 
wanna & Western, 66,567; State Line & Sullivan road, 
21,182; Pleasant Valley Branch, 16,008; total, 266,241 
tons. 

Semi-bituminous tonnages reported for the three months 
were as follows: 





1831. 1880. Inc. orDec. P.c. 
TR eee $92,521 372,767 I. 18.754 5.0 
Huntingdon & Broad Top... 63.356 a 5,898 10.1 
East Brvad Vop.... .. ..2. 18,863 a 1108 6.1] 
Tyrone & Clearfield......2... 519,706 7.779 1. 181,927 54.0 
Bellefonte & Snow Shoe.... 18,615 18,329 I, 286 «1.5 





Total semi-bituminous. .3,013,061 805,178 I. 207,883 25.8 
The increase is almost entirely in the Clearfield Region, 
which was affected by strikes last year, but is this year 
doing the largest business on record. 
*Actual tonnage passing over the Huntingdon & Broad Top 
road for three months was as follows: 








1889. Increase. P.c¢. 
BPORE TO CO6l 6.6cccciaciccss ses 57,548 5,808 10.1} 
Cumberland coal 47.586 GT5A5 = 16.0 | 
TOs cis sa. veceees eee e+118,287 104,934 13,353 12.6 | 


Shipments of Cumberland coal away from that region by | 
the various lines were as follows for the three months : | 
} 


1880. Increase. P. c- 








Balt. & Otto B. RB... 2. <.500608 316,502 461 0.1 
Bedford Div., Pa. R. R 41.912 4,77 =11.4 
Ches. & Ohio Canal.... ........ 8877 3.517 90.2 
Total.........00.0.00.06.-0371,044 362,901 8,753 2.4 
Bituminous tonnages reported for the three months are: 
18s1. 1880. Ine. or Dec, P. e- 

Barclay R. R. & Coal Co...... 119,866 I 5372 4.7 
Allegheny Region, Pa. R. R... 70,205 D. 14,075 16.5 
Penn & Westmoreland......... 229.510 D. 45,029 16.4 
WOUs POUR. TA occ cccicccce 8,764 I. 21,428 31.5 
Southwest Penn. R. R.... 9.685 97 D. 5.812 37.5 





Pittsburgh Region, Pa. R. R... 158,585 117,761 I. 40,824 343 


Total bituminous ... O77,615 674,907 1. 2,768 0.4 

Local changes in this trade are marked ; possibly some of 

them are due to the slackening of the demand for the iron 
trade. 











Taz coiutonnige of ths Pennsylvania Rniilroad for the 
three months was as follows: 
1881. 1880. Inc. or Dee. P.c. 
yO en eer ry 355,024 265,536 TI. 89,488 33.6 
Semi-bituminous ........ 649.025 58,804 I. 196.221 1. 
Bituminous. ............. 557,749 578,593 D. 20,884 3.6 
ee era . 627,833 471,168 [. 156,605 33.2 
a May a ek ‘sz ay 
Total.... .........2,189,631 1,774,101 I. 415,580 23.4 | 


The tonnage of all kinds in March was 917,318 fount 
against 620,155 tons in February and 652,158 tons in| 
January. | 
, Coke tonnages reported for the three months are as fo!- | 
ows: j 


Bellefonte & Snow Shoe. . .. 2 
Allegieny Region, Pa. R. R.. 2¢ 
Penn & Westmoreland 

West venn. R oa 





Southwest Penn. RR... 1. 1391-729 161.487 
Pittsburgh Region, Penn. R. R.130,750 149,106 D = 18,256 





Total coke 


It is to be regretted that more extended statistics of the 
coke trade of the Connellsville and Pittsburgh regions are 
not accessible. No regular reports are made by the Balti- 
more & Ohio, or for the river trade from Pittsburgh. 

It is reported that the Baltimore & Ohio is preparing to | 
compete actively for the trade of the Connellsville Region. | 

Shipments of coal from the mines anout Reynoldsville, | 
Pa., over the Low Grade Division of the Allegheny Valley | 
road forthe taree months ending March 31 were: 1881, 
127,377; 1880, 104,886; increase, 22,491 tons, or 21.4 per 








weeds 
cent. 
New St. Louis & St. Paul Steamboat Line. 
A new steamboat company, with office at La Crosse, Wis., 
has just been organized under the laws of Wisconsin, under 
the name of “St. Louis & St. Paul Passenger and Freight 
Line.” Ten boats are to be run, seven of which have been | 
secured. | 
Reduction in Grain Rates. | 
The following notice has*been issued by Mr. Albert Fink | 
as Chairman of the Joint Executive Committee, dated 
April 9: | 
**Under Article 4 of the agreement of March L1, it having | 
been shown that, in violation of siid agreement, reduced | 
rates have been made on grain of 5 cents per hundred to 





some shippers, I now give notice that a general reduction of 
cightivcias: rates te 25 cents per hundred pounds—basis 








| acter of this contract. 





in order to stop hereafter all unjust-discrimination between 
shippers and communities, and to carry out strictly the 
spirit and intentions of the agreement of March 11.” 


Flour and Grain Exports. 


Exports of flour, wheat and corn from four Eastern ports 
for the three months from Jan. 1 to April 2 have been : 

















New York: 1881. 1880. Inc. or Dee. P. c. 
Flour, bbls.... 1,593,935 786,421 I. 807,514 10.3 
. 9,778,286 9,541,833 I. 236.4353 2.5 
Corn, bush . 5,386,667 7,917,975 D. 2,531,308 32.0 
Total, bush. . 22,337,661 20,998,70% I. 1,338,958 6. 
Boston: 
oS eee 268,801 215,631 1. 53,170 24.8 
Wheat, bush............ 615,082 874.242 D. 259,160 29.7 
Oortt, DOME. ...ssccess . 1,839,595 2.429.595 D. 590,000 24.3 
a 3,664,281 4,274,176 D. 609,895 14.2 
Philadelphia: 
oo. fh eee 74,437 37,497 I. 36,940 98.9 
Wheat, bush........... 2,650,854 1,147,854 I. 1,503,000 139.3 
COP, BUBB. ies ccs-scae 1,952,055 4,524,828 D. 2,572,773 56.9 
Total, Boe. i... 2.05 4,937,875 5,841,418 D. 903,543 15.5 
Baltimore: 
eee 138,652 93.939 I. 44.713 46.5 
Wheat, bush........... 5,449,982 4,358,826 I. 1,091,156 25.0 
Corn, bush 4,457,752 6,653,469 D,2.195.117 33.0 





Total, bush ..10,531,638 11,435,016 D. 903,348 7:9 
The four ports: 
PROP ROM kas waese 2,075,825 1,153,488 I. 942,337 83.1 
Wheat, bush.......... 18,494,204 15,922,746 1.2,571,458 16.2 





. ots 
Corn, bush........ . ..13,636,069 2: D. 8 36.7 


7,889.75 
41,471,485 42,549,309 D.1,077,824 2.5 
Petroleum Exporis. 
For the three months ending April 2, the exports of petro- 
leum from the several principal ports have been as follows, 
in gallons; 





Total, bush.... 





1880. 1879. 
New York..... ... 2 897 47,264,301 
Philadelphia....... 3,237,736 11,695,611 
Baltimore.......... 2.696.113 5,877,006 
PNA ci pluses nda 885,664 789, 195 


Total. .. ... 82,976,960 96,353,760 60,929,613 51,880,718 
The total exports were about 14 per cent. less this year 
than last, but a third greater than in 1879 and still greater 
than in any earlier vear. 
* Pacific Freights. 

Notice has been given by the Atchison, Topeka & Santa 
Fe that it will not receive any through freight for the 
Pacific Coast over the Southern line lately opened. Various 
eauses are assigned for this action; it is said that the South- 
ern Pacitic has declined to make rates which would attract 
business to the new and longer route, and also that it has re- 
fused to give rates to Arizona and Southern California 
points which would divert business from San Francisco. 


Pooling Montreal and Quebec Business. 

A meeting was held at St. Albans, Vt., last week of repre- 
sentatives of the Central Vermont, the Southeastern, of 
Canada, and their connecting lines for the purpose of form- 
ing a pooling agreement on business between Montreal, Que- 
bec and other Canadian cities and New England points. It 
is stated that a basis of agreement has been reached, but that 
another meeting will be needed to complete the details. 

Western Trunk Lines Association. 

A meeting of this Association was held in Chicago April 
6, at which it was decided to establish permanently the office 
of Commissioner, and to kave that officer located in Chicago. 
Mr. Henry W. Gwinner, who has been acting as Commis- 
sioner, being unable to remove to Chicago, it is understood 
that the position was offered to Mr. James Charlton, now of 
the Chicago & Alton. No final conclusion was reached, 
however, the Association adjourning until May 13, to give 
time for consultation with the managers of the roads, 





RAILROAD LAW. 
Directors Cannot Contract with Themselves, 

A dispatch from Washington, April 11, says: ‘“* The United 
States Supreme Court rendered a decision to-day in the case 
of Thomas Wardell, appellant, against the Union Pacific Rail- 
road Company and others, on appeal from the Circuit Court 
of the United States forthe Districtof Nebraska. On July 16, 
1868, Oliver Ames, President of the Union Pacific Railroad 
Company, acting by direction of the Executive Committee 
of the board of directors, entered into a contract with War- 
dell and others by which the latter were empowered to 
occupy and work upon extremely favorable terms the coal 
lands belonging to the company along the whole line of the lat- 
ter’s road. Soon thereaftera stock company, under the name 
of the Wyoming Coal & Mining Company, was organized, 
with Wardell and a number of the directors of the Union 
Pacific Company as_ its leading stockhelders, and 
to this corporation Wardell transferred his contract without 
consideration. On March 13, 1874, the officers and agents 


| of the railroad company, by order of its directors, seized the 


mines, books, papers, and personal property of the mining 
company, and have held and used them ever since. Wardell 
sues under the contract for damages resulting from such 
seizure, and from the attempted abrogation of the contract. 
The railroad company sets up as its main defense that the 
contract was void on account of fraud; that it was executed 
for the company by the Executive Committee of its board 
of directors, a majority of whom, by previous agreement, 
were to be equally interested in it; that, for that reason, its 
terms were made so favorable to the contractors and so 
unfavorable to the railroad company as to enable the 
contractors to make large gains at the railroad company’s 
expense, and that the organization of the Wyoming 
Coal & Mining Company was a mere device to enable 
those directors to participate in the profits of the coutract, 
which, as. agents of the railroad company, they had ex- 
ecuted, and which, as contractors, they proposed to make 
money out of. This Court holds that argument is hardly 
necessary to show the utterly illegal and indefensible char- 
It was a scheme to enable the direc- 
tors who authorized it to divide among themselves and the 
contractors large sums of money which should have been 
saved to the railroad company. . All arrangements by direc- 
tors of railroad companies, by which a new company is 
formed as auxiliary to the original one, with the under- 
standing that the directors of the original company, or some 
of them, shall take stock in it, and then that valuable con- 
tracts shall be given to it, in the profits of which the direc- 
tors, as stockho/ders of the new company, shail share, are so 
many unlawful schemes to enrich their promoters at the ex- 
pense of the stoclkholders and creditors of the original com- 
pany, and they will be condemned whenever they are 
brought before the courts for consideration. Toe complain- 
ant, Wardell, can derive no benefit from a contract tainted 
as this is with fraud, or sustain any claim against the rail- 








road company for its repudiation. The decree of the Court 
below is affirmed, with costs. Opinion by Justice Field.” 


Common Carrier—Live Stock Contracts. 


In me -¥, Railroad & Banking Co., appellant, against 
aes, the Georgia Supreme Court has just decided as fol- 
ows: 

1. A railroad which transports live stock as freight is a 
common carrier as to such freight, and is liable as in other 
cases, except for damages resulting from the act of God, the 
public enemy or of the animals themselves, unless the carrier 
has further protectéd itself by contract. 

2. A common carrier of such freight may limit this liabil- 
ity in respect thereto by special contract. The liability of 
the carrier cannot be limited by a mere notice in the bill of 
lading: but if a special contract be incorporated in the bill 
of lading, and signed by both parties, it is sufficient. 

3. A contract by a shipper of live stock that, in considera- 
tion of a free pass for himself over the road, he would assume 
all risk of loss or damage to the stock, except such as might 
be caused by collision or running off the track, was neither 
— nor contrary to public policy. Judgment re- 
versed. 


Condemning Land of Another Company. 


In the case of the Baltimore & Ohio against the Pitts- 
burgh, Wheeling & Kentucky, in relation to certain land of 
the former in Wheeling, W. Va., sought to be condemned 
for the use of the latter company, the West Virginia Court 
of Appeals has given its decision, In regard to the first 
point raised, that the suit should have been brought in the 
United States Court, the Court holds: 

1. That the proceeding was the exercise of the state’s right 
of eminent domain, with which the United States Govern- 
ment, a separate sovereignty, through its courts, except for 
condemnation for its own purposes, has nothing to do, and 
has no jurisdiction in such a case. 

2. That the Baltimore & Ohio is a domestic corporation of 
the state of West Virginia and is an inhabitant therein, and 
therefore liable to be sued there and only liable because it is 
an inhabitant of the state,and therefore the Federal Court 
has no jurisdiction in the case, and the cause could not be 
removed into the Federal Court. 

In relation to the condemnation of the land desired, the 
Court holds: 

1. The property of one railroad company not in actual use, 
and not necessary for the proper exercise of the franchises 
of the company, may under the general railroad law of the 
state be condemned for the purposes of another railroad 
company, 

2. The County Court erred in permitting land to be taken 
that was not necessary for the purposes of the petitioner, as 
private property cannot be taken for any but a public use, 
and only as much as is necessary to such use. 
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Papers Before 
gineers, 

The Secretary of the American Society of Mechanical En- 
gineers informs us that the following papers have recently 
been submitted : 

A Rational System of Piston Packing, by Prof. S. W. 
Robinson. 

A New Style of Boiler Injector, by Mr. C. W. Pusey. 

Experiments on Adhesion of Belts, by Mr. Samuel 
Webber. 

An Improved Mercurial Pressure Gauge, by Mr. D. N. 
Melvin. 

Rolled Cas*-steel Car-wheels, by Mr. Jacob Reese. 
Experience in Grinding Cast-Iron Car-Wheels. 

The following is a copy of a letter from Mr. C. A. Grow 
Auditor of the Motive Power and Machinery Department of 
the Central Pacific Railroad and leased lines, to the Chilled 
Car-wheel Grinding Co. of Carson, Nev., dated Feb. 8, 1881: 

‘** The following will give you some information regarding 
the working, for the year 1880, of the chilled car-wnheel 
grinding machines now in use in our shops at Sacramento: 

*“ The number of wheels ground was 3,400. Of these 2,890 
were old and 510 new, and were of the following sizes: 
Four, 42 in.; 2,930, 33 in.; 332, 30 in.; 88, 28 in., and 46, 
26in. The cost of grinding, including interest on cost of the 
machines, also depreciation, was as follows: 


Society of Mechanical En- 


Labor—grinders, helpers, etc. ..............s.eececeeeeees $1.347.13 
"| eee ere ee eee 1,075.34 
Repairs of machines, shafting, belting, pulleys, etc., and 
OE OE SE ee TI onic vciccdecdeccaccscessscanned 438.00 
MEE Son cand ods coke secnad to ednddeapecennrgcanase ses) axcn 250.00 
Royalty @ 50 rents per wheel..............-ccceesccseves 1,700.00 
Interest on cost of four machines @ 8 per cent ...... .. 320.00 
Depreciation of machines 10 per cent. yearly........... 400.00 
akin odbc ta teieecoe sd a eteticalieebantssaoe $5,530.47 
Add for contingencies 10 per cent...............eceee eves 553.05 
PR itr cnsinerenaais Sess ak mn eee ae aendle $6,083.52 


for 3,400 wheels, or $1.78, per wheel. Practically, neither 
interest nor depreciation should be added, but in order that 
all possible cost might be shown I have included both.- Of 
the old wheels ground 90 per cent. were flatted, some more 
and some Jess, and without the use of the machines would 
have been consigned to the scrap pile, and replaced with new 
wheels, at the following cost to the company: 
Old wheels ground 2.890, of which 90 per cent. or 

2,601 were flatted and worthless, except as scrap, and 

would have been replaced with new wheels, costing 


Se et ee Eero ees .217.00 
Cost of taking off old and putting on new wheels, 27 
MNES -Gch:<, dnecuatnncane acne,  eneterket, omestumatinces 702.27 





Interest on, say, 1,300 ‘new ‘wheels, ‘which would be 
necessary to carry in stock all the time, @ 8 per cent. 1,768.00 


$46,687.27 
Less value of 2,601 old wheels as scrap @ $8.50 each... 22,108.50 


NEES I LETT OR TAPE $24,578.77 


‘The cost of grinding, as shown, being $1.'78,%, per wheel, 
would be for the 2,601 flat wheels $4,653.19, which, de- 
ducted from amount it would have cost had new wheels 
been used, 7. e., $24,578.77, would show a saving by use of 
the machines of $19,925.58. 

‘‘There are other elements of saving in grinding wheels, 
which cannot so easily be demonstrated in dollars and cents, 
as, for instance, in the grinding of new wheels absolutely 
round and giving a | gemeeg smooth tread before using, the 
advauatages of which must be very considerable. 

‘*The liability to flatten, crack, get loose on axle, and for 
general wear, is materially lessened, while tke benefits to 
cars and track must be correspondingly increased.” 


The Basic Process for Dephosphorizing Iron, 

A dispatch from Philadelphia, April 8, says: ‘* An agree- 
meut has been signed in this city by which the gentlemen 
who compose what is known as the Bessemer Steel As<ovia- 
tion of the United States have secured the exclusive Ameri- 
can right to the famous Thomas-Gilchrist method, known as 
the Basic process for dephosphorizing iron. By this transac- 
tion the whole of the patents covering the Basic process, com- © 
prising those issued in the names of Messrs. Thomas, Riley 
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and Snelus, become the property of the Bessemer Associa- 
tion. 


The Shaw Locomotive. 

The Shaw double-cylinder locomotive, recently built by 
the Hinkley Locomotive Co. in Boston, is now on trial on the 
Boston & Providence road. It has been running local trains 
between Boston and Readville, and on April 7 took an ex- 
press train from Boston to Providence, making the run of 
44 miles in 58 minutes. The engine has two cylinders on 
each side, 1044 in. diameter and 24 in. stroke. The boiler is 
of the size usually built for an engine with 17 by 24 in. 
cylinders, 


Breakages of American and Foreign Steel Rails, 
The following is a statement of steel rails broken in Lehigh 
Valley Railroad track during the year ending Nov. 30, 1879: 
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American........4 2) 23 | J 684 | 333,907/0.00205 
{ 3} 2| 60 _ 64,838 0.00093 
4) 9) 262 | 302,227/0.00087 
5| 2 56 | 193,670 0.00029 
6| 7 208 | 123,130)0.00169 
Foreign...... ..4 7) 1 24 :006 0.00035 
8 19 556 57.658 0.00964 
9 0 ee ae 
10} 3| 86 10.877 0.00791 


Totals............ (90 | 411.42 0.22 2,648 4,344,595 0.00061 





On 338 miles of track laid with American steel 49 rails 
broke, and out of 7314 miles laid with foreign steel 41 rails 
broke—one out of 624 foreign rails and one out of 2,453 
American rails. No statement is given of the length of time 
any of these rails had been in the* track when tney broke, 
but a separate statement is made of the breakages of the two 
sizes Of rails used. Of the rails weighing 58 lbs. per yard, 
with which 229 miles of track are laid, 0.00096 per cent. 
broke; of the 66 lbs. rails, laid on 182 miles, only 0.( 0017 
per cent.—less than one-fifth the proportion of the 58 Ibs. 
rails. 








OLD AND NEW ROADS. 


Alpena & Bay City.—It is understood that the Michi- 
gan Central finally declines to do anything in aid of this proj- 
ect this year. The reason given is that the line to the 
Straits of Mackinaw is all the new work that the company 
is prepared to undertake this year. 


Baltimore & Ohio.—In the United States Circuit Court 
in Chicago, April 7, a suit was begun by the Pullman Palace 
Car Company against this company, to compel an account- 
ing and settlement on contracts between the two companies. 
The Pullman Company claims considerable balances due on 
the contracts by which its sleeping cars formerly ran over 
thé Baltimore & Ohio road anda large amount due for re- 
pairs on cars. The bill also asks that 32 sleeping cars owned 
jointly by the two companies may be turned over to a re- 
ceiver to be held pending a decision in the case. 


Boulder & Denver Air Line. — This company has 
been organized to build a railroad from Denver, Col., by 
Marshall to Boulder, about 30 miles. The capital stock is to 
be $300,000. 


Boston, Hoosac Tunnel & Western.—It is an- 
nounced that arrangements are completed forthe consoli- 
dation of the Boston, Hoosac Tunnel & Western, the Utica 
& Syracuse Air Line, the Hoosac Tunnel & Saratoga, tbe 


Syracuse, Chenango & New York, the Syracuse, Phoenix &. 


Oswego and the Mohawk & Lake Erie companies into one 
company, to be known as the Boston, Hoosac Tunnel & 
Western Company. The line of road when completed will 
extend from the state line between Massachusetts and Ver- 
mont by way of Troy, Schenectady, Utica, Syracuse and 
Rochester to Buffalo, with branches to Oswego and Fair 
Haven: also the right to use the Troy & Greenfield road 
from the state line to the Hoosac Tunnel. The company 
will have at the start completed road from the Hoosac Tun- 
nel to Mechanicsville, 46 miles, and from Syracuse to Earl- 
ville, 44 miles, besides some graded road. 

The capital stock of the consolidated company is to be 
$25,000,000, and bonds will be authorized at the rate of 
$50,000 per mile of double-track road: Some details of the 
consolidation are still to be erranged. From Schenectady 
west the line will necessarily be parallel and near to the New 
York Central. The road if completed will be, with its 
branches, about 400 miles long. It is, in effect, the old Bos- 
ton project of a consclidated through line to the West by the 
Hoosac Tunnel, which has been talked about for years past, 
but now assumes shape for the first time. 


Buffalo, Pittsburgh & Western.—Notice is given that 
the mortgage bonds of the Buffalo, Chautauqua Lake & 
Pittsburgh, now a part of this road, will be paid on May 9. 
The company is vow prepared to anticipate payment, witha 
corresponding rebate in interest. The amount of the bonds 
is $250,000. 

The company has made acontract with J. & W. Seligman, 
of New York, for the placing of the new consolidated loan, 
which is to be used for the purpose of retiring all the exist- 
ing debt and building the projected extensions and branches. 


California & Nevada.—This company has filed articles 
of incorporation in California to build a narrow-gauge road 
from San Francisco eastward to the Nevada state lineat Dex- 
ter Wells. The distance is about 250 miles. 


Canadian Railroads.—Tbe annual report of the Chief 
Engineer of railways of the Dominion of Canada shows 
that the railroad mileage on June 30, 1889, was: Railways 
in operation, 6,891 miles; railways under construction and 
on which track is laid, 384; railways under construction, 
1,077; total, 8,302 miles. This mileage does not include 208 
miles of the Grand Trunk and 21 miles of the Southeastern 
Railway situated in the Eastern states and _ erro- 
neously included in the returns of former years. 
There was an increase of 636 miles in_ operation, 
and a decrease of 126 miles under construction. The nominal 
capital on June 30, 1880, was: Ordinary share capital, $126,- 
064,772 ; pestorte capital, $70,450,140 ; bonded debt, 
$84,756,315 ; total, $281,271.229: and from governments 
and municipalities, $97,760,372; grand total, $379.031,602. 
There is an increase of $16,945, 4 in the capital of the rail- 
ways, as compared with the previous years. The total train 
mileage for the year was 22,481,214 miles, against 20,731,689 
in 1878-79_—an increase of 1,749,525. The number of passen- 
gers carried was 10,532,310, against 6,523,816—an increase 





of 4,008,494, or 61.48 percent. The tonnage of fr2ight 
handled was 9,842,493, against 8,3828,810—an increase of 
1,513,683, or 18.17 per cent. The increase in the number 
of passengers carried was: On the Grand Trunk, 20,007; 
Northern & Northwestern, 10,041; Midland, 2,939; Toronto, 
Grey & Bruce, 2,083; Toronto & Nipissing, 320. On the 
Great Western there was a decrease of 574, and on the 
Intercolonial the enormous decrease of 58,618 in the 
number of ssengers carried, although the revenue 
was larger. All the lines named show large increases 
in the volume of freight carried. The earnings of rail- 
ways Guring the year showed an increase on passengers of 
$616,741; on freight of $2,997,841: on mails, express, etc., 
of $61,262; total increase, $3,675,835. The gross operating 
expenses show an increase of $651,000: but while the earn- 
ings per mile were greater by $332 in 1879-80 than in 1878- 
79, the operating expenses were less by $60 per mile. The 
net profits show an increase of $2,984,023. The subsidy 
paid to railroads by tbe various governments and munici- 
palities in the Dominion amounts to 897,524,989, leaving 
$49,338,320 still to be paid. On the Canada Pacific the 
mileage in operation is 280; number of passengers carried, 
17,640. According to the latest returns of fifty-nine states 
and kingdoms of the world, Canada ranks as eighth in ab- 
solute mileage of railroads and fifth in the number of miles 
to each inhabitant. 


_ Cape Fear & Yadkin Valley.—At the annual meet- 
ing last week it was reported that rails for the extension to 
Greensboro had been bought; the grading is all finished and 
the road is nearly all graded 33 miles northwest of Greens- 
boro. The road will probably be finished to Greensboro at 
least this year. 

A proposition to sell the road was unanimously voted 
down. It was then voted to buy the Fayetteville & Florence 
road, which consists of 44 miles of graded road-bed from 
Fayetteville, N. C , to Shoe Heel on the Carolina Central 
and thence to the South Carolina line. 


Carson & Colorado.—tTrack on this road is now laid to 
a point 88 miles southeast from the junction with the Vir- 
ginia & Truckee at Mound House, Nev. About 62 miles are 
yet to be built to reach Candelaria. 


Central Pacitic.—A suit has been begun in the United 
States Circuit Court in San Francisco to recover $204,187, 
— by the government to be due as arrears of income 

ax. 

It is stated that an extension of the Oregon Division from 
Redding, Cal., north to the Oregon line, has been decided 
on, and that work will be begun this season. The extension 
will be through a mountainous and difficult country. 


Chicago, Burlington & Quivcy.—This company 
has bought 400 acres of land at Hawthorne station, three 
miles west of Western avenue in Caicago. Tie purpose, it 


.is said, is to _ put up shops and make a freight yard there to 


relieve the Chicago yards, and also to make a transfer point 
if the proposed belt road is built. 


Chicago & Iowa.—At tie town meeting in Aurora, L1., 
April 5, it was voted to appoint a committee with authority 
to sell the stcck in this company owned by the town, which 
is the only stock so far recognized by the courts as legal and 
valid. The committee has full authority, and it is under- 
stood that the stock will be donated to any company which 
will make connection with the road so as to givea secondand 
competing line between Aurora und Chicago. 


Chicago, Milwaukee & St. Paul.—The great freshet 
in the Missouri River is reported to have almost entirely de- 
stroyed this company’s Sioux City & Dakota tine from Sioux 
City to Yankton. This line was built in the river bottom 
and has had trouble from high water nearly every spring. 
It is now said to be completely wrecked, and it is doubtful 
whether it will be rebuilt on the same line. ° 


Chicago Park & Transfer Co.—Chicago dispatches 
state that this company, which was organized over two 
years ago to build a belt railroad around Chicago, has lately 
succeeded in making arrangements for the specdy construc- 
tion of the road, several of the chief lines entering the city 
taking an interest. The object of the road is to connect all 
the lines entering Chicago and to make transfers of freight 
between them outside of the city. 


Chicago, Pekin & St. Louis.—This company has been 
organized to build a railroad from Pekin, Ill, south by east 
to Grafton in Jersey County, on the Mississippi. The ais- 
tance isabout 125 miles through a country already pretty 
well covered with railroads. The incorporators are E. 8. 
Barrows, C. J. Eddy, W. B. Judson, J. L. Pennifield and T. 
C, Smith, all of Chicago. 


Chicago, Rockford & Northern,—Matters in relation 
to this road remain unchanged. The Chicago, Milwaukee & 
St. Paul holds one end of the road, but the breaks made to 
prevent it from securing complete possession have not been 
repaired and no trains can be run. The matter is before the 
courts and may take some time to settle. 


Chicago, St. Paul, Minneapolis & Omaha.—The St. 
Paul & Sioux City Division of this road was finally cleared 
of the snow which has blockaded its western end for weeks 
on April 7, when a train ran through from St. Paul to Sioux 
City for the first time since Feb. 3. Through traffic had 
been stopped for two months and four days, the longest 
snow blockade on record. 


Cincinnati, Georgetown & Portsmouth.—This 
company has been organized as successor of the Cincinnati 
& Portsmouth, and has received a transfer of the road from 
the parties who bought it at foreclosure sale last September. 
The road is in operation for 20 miles, from Columbia, O., on 
the Little Miami road, to Amelia, and is graded 17 miles 
further, to Harrisonville in Brown County. 


Cincinnati, Sandusky & Cleveland.—The Boston 
Advertiser says: ‘ The stockholders of the Cincinnati, San- 
dusky & Cleveland Railroad have ratified the lease of_ that 
road to the Indiana, Bloomington & Western, subject to the 
result of the proceedings brought in the Common Pleas 
Court at Sandusky by John H. James and others to procure 
an injunction to prevent the lease of the road and the pay- 
ment of the second-mortgage bonds, on the ground that said 
bonds were improperly issued. The Indiana, Bloomington 
& Western will, therefore, get the road only on the condition 
that no injunction is granted.” 


Delaware Western.—The engineers surveying for the 
extension of this road have made plans requiring a tunnel 
of nearly a wile long in the western part of Wilmington. 
The line, however, is not yet finally located. 


Denver, Utah & Pacific. —Contracts are reported let to 
D. D. Streeter for the grading from Denver, Col., to the 
foot hills, and to P. Riley & Co, for the heavy work on five 
miles through Boulder Cajion. 


Detroit River Crossing.—The Detroit Post and Tri- 
bune proposes a new plan for crossing at the St. Clair Ship 
Canal, the scheme, as outlined, being somewhat as follows : 
‘Starting from the Detroit & Milwaukee Junction, build a 
read to Huron Point, a point projecting into Lake St. Clair 


between L’Anse Creuse Bay and Anchor Bay. The distance 
from the junction to the lake at that point is about 14 miles. 
From the shore of the lake to the canal is about eight miles. 
The greatest depth of water is 12 feet, but for more than 
three-fourths of the distance the depth is not more than four 
or five feet. The road from the shore of the lake to the canal 
could be built upon piles, except where the water is of great- 
est depth, and here upon piers, with a draw for boats which 
visit the north channel or run to Mt. Clemens A draw 
would, of course, be put in at the old channel for such 
craft as occasionally go through that channel. The traf- 
fic is almost exclusively through the canal, and a 
bridge here, with a draw the width of the canal, could not 
possibly be charged as being an obstruction. East of the 
canal the water is nowhere over five or six feet Ceep, gener- 
aily not over three, to Walpole Island. A railroad could be 
very cheaply and securely buiit across there on piles, and it 
could be run in an air line from the canal to Thamesville, at 
which point it would strike the Great Western. The distance 
from Thamesville to the canal is 26 miles, three-fourths of 
which would be upon solid ground, and the rest upou piling. 
The distance from Detroit & Milwaukee Junction to Buffalo 
by this route would be 222 miles, or seven miles less than by 
way of Windsor. The plan involves the building of 58 miles 
of new road from Thamesville to Detroit & Milwaukee 
Junction. The saving of distance for freight or passengers 
coming from the west or southwest would be 11 miles by the 
proposed new route uver the present line of the Great West- 
ern, the Glencoe cut-off being used in each instance.” 


Detroit Union Depot.—A movement is on foot to build 
a Union depot in Detroit for all the roads entering that city. 
The plan is to have the depot built and owned by an in- 
dependent company, which will lease the use of it to the 
roads. The planis favored by many prominent business 
men of the city. 


Eastern Ontario, New York & Boston,.—This com- 
pany has been organized to build a railroad from Carleton 
Place, Ont., on the Canada Central, to Cornwall, and to 
build a bridge over the St. Lawrence at Cornwall, to make 
connections with the Ogdensburg & Lake Champlain road. 


Fayetteville & Fiorence.—Negotiations were in pro- 
gress for the sale of this North Carolina charter to New York 
parties who are said to have in view a new line from Nor- 
folk, Va., to Columbia, 8. C., by way of Snow Hill, Golds- 
boro, Fayetteville and Shoe Heel. It has, however, been 
sold to the Cape Fear & Yadkin Valley Company. 


Flint & Pere Marquette.—The question of building a 
branch to Detroit is now under consideration, and has been 
referred toa special committee of the board of directors. 
This committee is expected to report shortly. 


Genesee Valley.—This company, which was organized 
to build a railroad from Rochester, I’. Y., to Olean on the 
bed of the Genesee Valley Canal, and which obtained a 
grant of the canal from the state for that purpose, has made 
arrangements to transfer it to a syndicate of New York 
capitalists. who agree to build the road at once. The trans- 
fer has been delayed, however, by an injunction obtained 
by two of the directors, who were opposed to the transfer. 


Georgia.—The discussion as to the lease of this road by 
the Central, of Georgia, was brought to a point by an offer 
made by the Richmond & Danville Company to lease the 
road. This brought an advantageous offer from the other 
party which the Georgia directors, after a two days’ session, 
decided to accept. ‘there being a doubt as to the legal 
authority of the Central to make the lease, it is to. be 
executed nominaliy to Wm. Wadley, Moses Taylor and others, 
who are iarge owners of the Central and of the South Caro 
lina road, and who will take possession at once, The terms 
of the Jease, as reported by telegraph, are very advantageous . 
to the Georgia Company. It is for {9 years from April 1, 
and the rental is to be $600,000 a year, which wiil pay all 
interest charges and 10 per cent. on the stock, and the com- 
pany retains control of the bunking departinent and all real 
estate not in use for the roaa. The lessees give security t» 
the amcunt of $1,000,000 by the deposit of bonds. The title 
of all securities of other companies is to remain with the 
Georgia Company, but the lessees will have atl interest and 
dividends and the voting powers. These securities include 
the control of the Atlanta & West Point, one-half interest 
in the Western, of Alabama, and a ‘arge interest in the 
Port Royal « Augusta road. ‘The effect of the lease will be 
to concentrate the Central, Georgia & South Carolina roads 
and their dependencies into one system, which will be 
friendly to the Louisville & Nashville, as opposed to the 
Richmond & Danville. 


Gulf, Colorado & Santa Ke.—<A dispatch from CGal- 
veston, Tex., says: ‘* A rumor has been current that Jay 
Gould has secured a half interest in the Gulf, Colorado & 
Santa Fe Railroad. The report probably arises from the 
reported receipt here of an order from New York to purchase 
$1,000,000 of the bonds.” 


Hannibal & St. Joseph.—At a special meeting at 
Hannibal, Mo., April 11, the stockholders voted unanimously 
to authorize the execution of a mortgage to secure &8,000,- 
000 new 6 per cent. bonds, in which the present indebtedness 
of the company is to be funded. ; 


Herkimer, Newport & Poland.—This road is now 
nearly graded from Herkimer, N. Y., north to Middleville, 
and tracklaying has been begun. 


Houston & Texas Central.—lIt is announced that this 
company will execute a consolidated mortgage for $18,500, 
000, to secure an issue of 6 per cent. 40-year bonds, *Ibese 
bonds will be used to pay off all the existing funded and 
floating debts of the company, and to provide for extensions 
and branches of the road. 


IHinois Central.—-This company’s statement shows the 
earnings from traftic on its lines for the month of March as 
follows: 

1881. 1880. Decrease. P.c. 

In Tllinois . $437,171.00 $460,074.13 $22,003.13 4.9 
In lowa, leased 

lines. ...... . 99,224.00 152,933.64 53,700.64 35.1 

Total. .......$536,395.00 $613,007.77 $76,612.77 12.5 

During March, 1881, the land sales were 2,943 10 acres 
for $1438.97, and the cash collected on land contracts was 
$15,090.73. 


Jeffersonville, Madison & Indianapolis.—Notice is 
given that Indianapolis & Madison first-mortzage bonds 
maturing May 1 next will be paid on that Wate by the 
Farmers’ Loan & Trust Company in New York. Interest 
will cease from date of maturity. By the last report there 
were $297,000 of these bonds outstanding. 


Midland, of New Jersey.—A route has been decided 
on for a spur abo 1t three-quarters of a mile long from the 
present depot in Paterson, N. J., to a point near the busi- 
ness centre of the city. The right of way has nearly all 
been secured. 

The company, which purposes extending this road into the 
Pennsylvania coal fields, is known as the New York & 





‘Scranton Construction Company.. That company has, it 
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is said, secured a considerable tract of anthracite lands 
near Pittston, and will build the railroad to Pittston 
and Scranton. The plan, as reported; is to exchange 
the present Midland bonds for preferred stock and the iu- 
come bonds for common stock, and to issue new general 
rete on wl srar-rpter Deo existing and new rvad. The new 
road built will be about 80 miles, much of it through a 
difficult country, and the Midland road east of the proposed 
junction will need a large expenditure to fit it for a heavy 
coal traffic. 

Surveys are now being made for the new line from Og- 
densburg to Newton and thence to the Water Gap. 


New Haven & Northampton,—It is reported, appa- 
rently on good foundation, that a controlling interest in the 
stock of this road has been secured by parties acting for the 
New York, New Haven & Hartford Company. The object, 
of course, is to prevent the use of the road as part of a new 
and competing line from Springfield to New York. according 
to the plan recently attributed to the Boston & Albany. 

Later advices state that the New York, New Haven & 
Hartford party has bought the stock owned by Mr. J. E. 
Sheffield and some smaller lots, making $1,250,000 in all, or 
a clear majority of the stock. The price paid is supposed to 
be about 80. he future policy of the new owners is not 
known as yet, but it is thought probable that the New York, 
New Haven & Hartford will lease the road. 


New York, Boston, Albany & Schenectady.—This 
company has filed maps of its projected road from the Hud- 
son River in Albany, N. Y., to the west line of Albany 
County, where it joins the surveyed line of the New York, 
West Shore & Buffalo road. 


New York, Chicago & St. Louis —Certificates of in- 
corporation in the several states have been filed by this com- 

any, which is formed by the consolidation of the Buffalo, 
Pleveland & Chicago companies of New York and Pennsy!- 
vania and the New York & Chicago companies of Ohio, In- 
diana and Illinois. The company’s projected line is from 
Buffalo by way of Erie, Cleveland and Ft. Wayne to 
Chicago, with a line also to St. Louis. The capital is fixed 
at $11,000,000 preferred and $24,000,000 common stock. 
Tbe directors are nearly all interested in the Lake Erie & 
Western road. 

A dispatch from Chicago, April 13, says that the company 
has just 1-t contracts for the grad‘ng of its prepome road as 
follows: From Buffalo to Cleveland to J. 5S. & T. D. Case- 
ment, of Painesville, O.; Cleveland to Tiffin to R. G. Hus- 
ton & Co.; Ft. Wayne to Chicago to McClain, Loomis & Co., 
of Chie The section from Tiffin to Ft. Wayne has not 
yet been let. 


New York Railroad Commission.—On April 11 the 
New York Assembly by a decisive vote ordered to a third 
reading the bill providing for a railroad commission of three 
members. 


Northeastern, of Georgia.—The Richmond & Dan- 
ville company has secured control of this road and will 
operate it under a lease. It is 39 miles long, from Lula, on 
the Atlanta & Charlotte Air Lin», southeast to Athens, the 
terminus of a branch of the Georgia Railroad. The Rich- 
mond & Danville agrees to extend the road from Lula north- 
ward to the North Carolina line, about 50 miles, within five 
years. It will be worked as a branch of the Air Line. The 
control was secured by purchase of the stock held by the 
town of Athens 


Northern Pacific.—Argument has been in progress in 
New York this week in the Villard suit to enjoin the issue 
of common stock tothe holders of rights. It is expected 
that the arguments will be finished this week. 

A second suit has been begun in the New York Supreme 
Court by C. J. Woerishoffer to enjoin the issue of stock. If 
is substantially the same as the Villard suit now in progress. 

A third suit of a different character has been begun in the 
United States Circuit Court in New York by Mr. Henry 
Villard as a holder of preferred stock. The complaint 
charges that the net earnings of the road as reported by the 
company have been sufficient to pay dividends on the pre- 
ferred stock, and that the holders thereof have a right toa 
division. He asks for an injunction to restrain the company 
from using the net earnings for other purposes, and for an 
order to compel an accounting. 

Suits have been begun by the company to recover a con- 
siderable amount from James B. Power, formerly Land 
Commissioner of theroad, and others. It 1s charged that 
Mr. Power, with the aid of confederates, converted to his 
own usea large amount of money paid to him for lands, 
turning in to thecompany in placeof the money preferred 
stock which he bought much below par. The stock is re- 
ceivable at par for land, but during the time in which it is 
alleged that these transactions took place, its price varied 
from 11 to 70. It is also charged that valuable pine lands 
were sold to confederates at much below the real value. 

Chief Engineer Anderson being recently interviewed in 
St. Paul, stated that in Wisconsin the work of clearing the 
land for the trackwork from the Nortoern Pacific Junction 
eastward has already commenced. The company expects to 
build this season to a point not already decided upon, to 
connect with the Wisconsin Central. Everything is being 

ot in readiness to put the work through with dispatch. 
The workmen are beginning to build the bridge at Bis- 
marck. During the last’ fall and winter months work 
was steadily pushed on the dyke. As already pub- 
lished, the truss-bridge is 1,500 ft. long, which, with the 
approaches, will make an extension one mile in length, to be 
finished at a cost of $800,000, iron, steel and stone being the 
constituent materials. It is to be finished by August, 1882. 
What is known as the Casselton Branch will be extended 
north this season 30 to 50 miles, to some point not yet 
decided upon. From Fargo the company will build this 

ear 50 miles of the branch called the Fargo & Southwestern. 
The survey has been already made, and the road located 
about 25 or 30 miles. A branch northwest from James- 
town, Dak., is contemplated. A survey will bemade toward 
Fort Buford from some point near Bismarck during the 
summer. Rapid progress will be made in the construction 
of the main road. It is expected that tracklaying will be 
commenced west of the Missouri River in a week or ten 
days, or as soon as there is settled weather. Mr. James Bel- 
lows, the contractor, from Pittsburgh, is now in St. Paul, 
awaiting the opening of the Missouri River, when he 
will go to the end of the track and remain all 
summer, superintending the operations of the 2,000 
or more laborers in his employ. It is now calcu- 
lated that the track will reach Miles City by July next. On 
the Yellowstone work has been going on all winter, and it 
will be pushed as fast as men and money can accomplish 
anything. In the Rocky Mountains surveying parties are 
now out, having just begun operations to make a final loca- 
tion across the mountains. It is the intention to tunnel 
the mountains this fall, if it is found to be necessary 
to do so. Coming this way from Tacoma, on Puget 
Sound, surveys are being made ‘across the Cascade Kange. 
Work on tracklaying will be commenced as soon as 
possible. During the winter cross-ties were got out, 
some 800,000 being now nearly ready. Tracklaying 
this way from the Columbia River will be done as fast 
as possible. Fifty miles are already laid, and a big effort 











will be made to secure 200 miles more this year in this direc- 
tion. The men will goto grading on Clark’s Fork of the 
Columbia River this spring. e@ company has bought 
57,000 tons of steel rails to be used on various portions of 
the road. In the matter of labor, there has been no difficulty 
in securing all that has been needed. In Washington terri- 
ritory Chinese labor is employed, chiefly on account of its 
reliability. Most of the laborers are white men, and are all 
contributing their share in building up one of the great 
aan of modern times. The entire road is to be finished in 


Oak Cliff.—This company has been organized in New 
Jersey to build a spur about a mile long from the New York, 
Lake Erie & Western track in Jersey City to the Weehaw- 
ken oil docks. 


Ogdensburg & Lake Champlain.—There is a aepets 
in Boston that this company’s stock 1s being bought up by a 
syndicate in the interest of the Passumpsic and the Bt. 

ohnsbury .& Lake Champlain companies. The object, of 
course, is to secure the through traffic from the line for these 
two roads and divert it from the Central Vermont. 


Pennsylvania.—The consolidation of the Bellefonte & 
Snow Shoe with the Bald Eagle Valley Company has been 
completed, and the property of the Snow Shoe Company 
passes into possession of this company. 

At the last meeting of the Finance Committee it was stated 
the 203,000 shares of stock of the Philadelphia, Wilmington 
& Baltimore had been purchased, leaving out 28,715 shares 
of stock and $240,500 convertible bonds. Much of this re- 
maining stock will probably be offered. No conclusion has 
been reached as to the manner in which the 400,000 shares 
of new Pennsylvania stock shall be issued to pay for this 
stock received. 

In assuming control of the Baltimore road this company 
has reduced fares between yong oe and Washington 
from $4.50 to $4; New York and Washington, $7.50 to 
$6.50; New York and Baltimore, $6.20 to $5.50. The fare 
from Philadelphia to Baltimore is unchanged at $3. 

Argument was heard in the United States Circuit Court in 
Philadelphia, April 11, on an application for an order to 
commit the officers of the Pennsylvania Railroad Company, 
asked for by the Receivers of the Reading road, who allege 
that since the Junction Railroad has passed into the control 
of the Pennsylvania the latter has raised the rate for the 
passage of complainants’ cars to such an excessive and ex- 
tortionate degree that it amounts to, 4 stoppage of the 
traffic. It is claimed that in one case the Reading was 
charged $5 a mile for the passage of an eight-wheeled car, 
whereas the Junction Railroad is not allowed to charge more 
than 40 cents per mile legally, and did in reality convey by 
the agreement among the different railroads the cars at the 
rate of 30 cents a mile. Judge McKennan thought this ac- 
tion nullified the former decree of the Court, and it was 
finally agreed among the different counsel that an order be 
made restraining the Pennsylvania road from charging 
more than 40 cents; this, however, not to prejudice any 
rights. 

This order, as entered by the Court April 13, is as follows: 

‘** It is ordered that the charge to be made by the Pennsyl- 
vania Raiiroad Company for the tolls and motive power for 
cars passing over the tracks betwen the Market street tun- 
ne] on the Northern Railroad route and the switches at a 
point southwesiwardly of Thirty-fifth street shall not ex- 
ceed those allowed by the charter of the Jufiction Rail- 
road Company. That is to say, as to freight or burden cars 
three cents per ton for each ton of 2,060 pounds of freight in 
said cars, and two cents for each four wheels when empty, 
and it is further ordered that the receipt of the charges here- 
under cr the payment of like charges for the past shall not 
prejudice the right of the Pennsylvania Railroad Company 
to claim otherwise, either upon final hearing in this case or 
by a suit at law.” 


Philadelphia & Reading.—In Philadelphia, April 9, 
the Court of Common Pleas gave its decision in the election 
case, holding tat the meeting on March 14 was a regular 
raeeting and that the officers then voted for by the McCal- 
mont party are the duly elected President and managers of 
the company. It is understood that Mr. Gowen disputes 
this decision and will probaby appeal. 

The new board, with President Bond at its head proceeded 
to the Reading offices in Philadelphia on April 11, but were 
refused admittance or possession. This was expected, and 
the demand had been merely a formal one. It was decided 
to take legal proceedings to enforce their rights by asking 
the Court of Common Pleas fora decree to put its opinion 
into effect; also to apply to the United States Court for an 
order to direct the Receivers to recognize the new board as 
the legal representatives of the company. Noaction has yet 
been taken by either Court, but will be, probably, in a day 
or two. 

It begins to look as though Mr. Gowen would have to fight 
the new board alone. The members of the old board, after 
consultation, gave notice that if a decree enforcing the decis- 
ion of the Court is rendered, they will make no further op- 
position, but will give place to the new board. The Receivers 
also do not seem to back up Mr. Gowen. Mr. Caldwell, one 
of the Receivers, and also President of the Fidelity Trust 
Company, Transfer Agent for the Reading, has directed 
transfers of stock to be stopped until some decision is reached 
as to who are the legal officers of the company. 

A dispatch from Philadelphia, April 13, says: ‘The 
decree confirming the legality of the election of the officers 
of the Philadelphia & Reading Railroad Company was 
made by the Court of Common hes this afternoon. As the 
decree does not embody the injunction restraining Mr. 
Gowen and others from interfering with the newly-elected 
officers, counsel for President Bond and his board of 
managers will make application at once to the United States 
Circuit Court for an injunction, and Mr. Gowen will take 
an appeal from the decision of Common Pleas to the 
Supreme Court of the state. 

** After the decree had been certified the certificate of elec- 
tion was made out to the officers decla elected, and 
Judge McKennan informed them that he would receive their 
application when a pending case had closed. Mr. Bond was 
instructed in the meantime to take no action to assert his 
rights until Judge McKennan expressed an opinion on the 
subject, counsel setting forth the facts of the election, the 
refusal of the Receivers to permit the board of managers to 
bold meetings at the office of the company and asking for 
the recognition of Frank S. Bond as President, George F. 
Tyler, Samuel B. Shipley. John S. Newbold, Edward T. 
Steel, Charles Parrish and John Lowber Welsh as managers; 
Samuel Bradford as Treasurer, and Edward L. Kinsey as 
Secretary of the Railroad Company. The petition was 
filed and the hearing will take place to-morrrow. 
It is stated on authority that the present managers of 
the company will not resign until a final decision is obtained 
on the question of the legality of the election. Members of 
the board say they are tired of the protracted litigation, but 
deem it their duty to remain until the new officers are 
installed. Mr. Gowen has taken an appeal which he con- 
tends by the Pennsylvania law operates ipso facto as a stay 
of supersedeas. ajor Bond’s counsel advise that it is not a 
final decree, and that an appeal is not a supersedeas, and 
that the certificate having been delivered the effect is com- 





plete notwithstanding the appeal. This is to be decided by 
the Court to-morrow.” 


Reading & Cinesapeake.—This company has let a con- 
ditional contract for the building of its road from Reading, 
Pa., to the Maryland line, with a branch from New Hol- 
land, Pa., to Lancaster. 


Rhea Iron Co.—This company has begun to build a nar- 
row-gauge road about two miles long from its prope’ in 
Rhea County, Tenn., to the Cincinnati Southern, near Rhea 
Springs. The line will reach the iron mines and also the 
coke ovens which the company is building. The road is to 
be finished by June. 


Richmond & Allegheny.—Track on this road is now 
laid to New Market, Va., 29 miles westward from the old 
terminus at Scottsville, and 108 miles from Richmond. 
Work is progressing steadily at both ends of the line. 

The Virginia Board of Public Works has repaid to the 
company the third installment of $100,000 from the deposit 
of $500,000 mad* as security for the performance of the 
conditions under which the James River & Kanawha Canal 
was transferred to the company. 


Rochester & Pittsburgh.—The new securities of this 
company are now being delivered by Walston H. Brown, 
New York, in exchange for the certificates of the Union 
Trust Company, given for bonds of the Rochester & State 
Line Railway Company deposited pursuant to the terms of 
the bondholders’ agreement. 


St. John & Maine.—This company has contracted for 
steel rails and new ties enough for about 30 miles of road, to 
be laid this season. Other improvements are to be made and 
the road put in good order this season. 


Securities on the New York Stock Exchange.— 
The following securities have been put on the lists at the 
New York Stock Exchange : 

Chicago & Eastern Illinois.—Stock, $3,000,000. 

Louisville & Nashville.—Pensacola Division bonds, $600,- 
000; Southeast & St. Louis first-morigage bonds, $3,500,000 
and second-mortgage bonds, $3,000,000, 

Michigan Central.—Jackson, Lansing & Saginaw bonds, 
$1,100,000. 

Milwauicee & Northern-—Stock, $2,155,000 and bonds, 
$2,155,000. 

New Orleans Pacific.—Bonds, $1,360,000. 

Rochester & Pittsburgh.—Stock, $8,000,000; first-mort- 
gage bonds, $1,300,000 and income bonds, $1,870,000. 


Shenandoah Valley.—At the annual meeting in 
Luray, Va., last we2k, the stockholders voted to adopt the 
line from Waynesboro, Va., to Salem, and declined a propo- 
sition to build to Lynchburg. The final settlement with the 
construction company was approved. A new mortgage 
was authorized to secure an issue of 6 per cent. bonds suffi- 
cient to retire the existing debt and to include the extension 
to Salem. 

There are now two mortgages on the road, the first to 
cover $2,100,000 first-mortgage 7 per cent. bonds, and the 
second $1,400,000 income 7 per cent. bonds. 


Sonora.—At the recent annual meeting of this Mexican 
company in Boston, President Nickerson, after stating that 
the work of getting together the materials and men from 
England, San Francisco and other parts of the United States 
necessary for the construction of the line has been difficult, 
and at times discouraging, and that work was commenced 
at Guaymas May 1, 1880, and track-laying commenced soon 
afterward, also says most of the difficulties have now been 
overcome, and he trusts the progress of the work will be 
more satisfactory hereafter. The grading has been com- 
pleted to Hermosillo, and 50 kilometers of track laid. Tro 
sections of 10 kilometers each have been accepted by the 
gpa and the subsidy has been settled for the first 
section. 

The total receipts have been $785,764.36. Of this amount 
the sum of $685,378.60 has been expended in construction; 
$50,000 deposited as guarantee with the Mexican govern- 
ment, and the balance of $50,385.76 is cash on hand. 


Southern Pacific.—California papers report that as 
soon as the line to El Paso is completed, which will bein a 
few weeks, part of the construction force will be put at work 
on the extension of the Coast Division from Soledad across 
the mountains into the San Joaquin Valley, to connect with 
the Los Angeles line near Bakersfield. he completion of 
this line will shorten the distance between San Francisco and 
Los Angeles nearly 50 miles. 


Spartanburg & Asheville.—The purchasers at the re- 
cent foreclosuse sale have organized the Asheville & Spar- 
tanburg Company, and are ready to take ssion 
of the property as soon as the Court confirms the 
sale. The extension from Hendersonville to Asheville 
will be begun very soon. The purchasers are also the 
chief owners of the Spartanburg, Union & Columbia road, 
and the two roads will be worked under one management. 


Spartanburg, Laurens & Greenwood.—A prelimi- 
nary survey has been completed for this road from Spartan- 
burg, S. C., by Laurens to Greenwood. The engineer 
reported the line 66 miles long, and easily built; the heaviest 
grading not over 75 ft. to the mile. 


Texas & Pacific.—It is stated that Mr. Thomas A. Scott 
has sold out his interest in this road to Mr. Jay Gould, who 
has been elected President, Col. Scott retiring. This is not 
unexpected, as some such change has been anticipated ever 
since the Gould syndicate undertook the extension of the 
road to El] Paso. 


Wabash, St. Louis & Pacific.—London papers of 
Marck 26 have the advertisement of the Railway Share 
Trust Co. (Limited), offering for sale $4,187,000 of this com- 
pany’s 6 per cent. general mortgage bonds at 10714, includ- 
ing accrued interest. 


Western North Carolina.—The annual meeting of this 
company called for March 24 was postponed on account of 
atemporary injunction obtained by W. J. Best, President 
of the company, the object of which was to prevent his own 
displacement, which was probable from recent changes in 
the ownership of the stock, the Clyde syndicate having ob- 
tained a controlling interest. The case came before the 
North Carolina Circuit Court at Statesville on April 7, 
when the Court refused to make the injunction. permanent, 
deciding the case on the plaintiff's affidavit only, any an- 
swer from thedefendants being deemed unnecessary. The 
meeting was held April 12, when the anticipated change was 
made. 


West Virginia Central & Pittsburgh.—This com- 

ny has filed articles of incorporation in West Virginia to 

uild a railroad from Covington northward to the Penn- 
sylvania line. 


Wheeling, Parkersburg & Charleston.—This com- 
y has been organized to build a railroad from Wheeling, 
v. Va., down the Qhio to Parkersburg, and thence to 
Charleston on the Kanawha, about 180 milesinall. It is 
said that the money to build the road has been promised by 
an eastern syndicate. 








